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The end of the Cosworth! 


Now, how many times have we heard that before? The cry was in the air 
again at Zolder last weekend. Everybody has become used to watching 
Niki Lauda’s Ferrari walking over the opposition during the last couple of 
seasons, often with Clay Regazzoni’s Ferrari up there too. But in Belgium, 
the new Matra-powered Ligier of the less experienced Jacques Laffite pro- 
vided a new element, 

Of course, twelves from Ferrari, BRM and Matra have blown off the 
legions of DFV eights before, and Ford and Cosworth have been given the 
word to Repent, for the End is Nigh, many times. The last time the 
twelves finished one-two-three (Ferrari-BRM-Ferrari, five years ago at- 
Zandvoort), the cry went up, even though that race was wet. But since 
then the Cosworths have hardly been uncompetitive. . . . Not one of the 
watchers of doom would dare to make the same prediction now, just 
because of the Belgian Grand Prix result. There is more. 

Consider an unofficial quote from a Renault epoleestage last weekend: 
“We are going to take over from Cosworth.” The French firm finally 
decided at Zolder that the rumours surrounding their entry into Grand 
Prix racing had reached a sufficiently high level of intensity (and 
inaccuracy) to warrant an official announcement of the project. Their 
engine is a 1}-litre V6, and they say that it has already produced a reliable 
500bhp on the bed. And that the unit has been tested successfully (on a 
fast circuit, anyway) in a specially built “hack’’ Alpine chassis. And that 
they.expect to have completed their initial development by July, in plenty 
of time for “possible commercialization of the engine” and further 
development in a pukka Formula 1 chassis before the 1977 season. 

Clearly, the entire programme revolves around some very serious- 
minded people. A major problem with turbocharged engines is, of course, 
throttle lag, and the Renault-Gordini engineers are going to have to 


‘produce even more power to compensate on twisty circuits. But if the 


engine does work for Formula 1, we shall see turbo-powered Grand Prix 
cars next season, and just possibly the new Renault V6 might not be the 
only one. What price Porsche, for example? Or even BMW? 

Technical development in Formula 1 is always welcome, especially if 
there is scope for application (however loose) of the grand old canon, 
Improvement of the Breed. This seems to be the case with turbocharging: 
as AUTOSPORT has said many times before, this kind of engine will find its 
way into more and more road cars, especially small-engined road cars. 
AUTOSPORT has also suggested, on many occasions since 1966, that 
development of a super- or turbocharged 1}-litre engine, within the frame- 
work of the Formula 1 regulations which have been in force since that 
year, would be perfectly feasible — given the finance. 

For turbocharging is very expensive — for Formula 1, say £25,000 an 
engine. That’s one hundred thousand pounds for a two-car team. In 
CanAm, designers turned to turbocharging when other avenues to 
increased performance were closed by caus changes — and, in the 
end, the expense killed the series. In Formula 1, the Ford-Cosworth 
powered Lotus 49 made everything obsolete overnight at Zandvoort in 
1967, and almost all the other teams were compelled to follow suit. In that 


‘instance, the cost was within reach, but what would happen if the turbo 


engine did the samea decade later? 

If Ferrari and Matra continue to extend their power advantage over the 
Cosworth, and the Alfa Romeo unit fulfils the hopes of the Brabham team, 
it really does at last seem doubtful that the DFV could continue to 
compete on level terms. Last weekend, there were painful indications that 
too much is already being asked of the Ford. 

Right now, a lot of people in Formula 1 would dearly like to know just 
what it is that Keith Duckworth has up his sleeve over in Northampton. 
Duckworth was at Indianapolis last weekend, studying the 2.6-litre turbo 
version of his Grand Prix engine during qualifying for the 500. Is he 
thinking along these lines, or normal aspiration? Another eight? A twelve? 

The cost of turbocharging might have contributed heavily to the death 
of CanAm, but these engines are very much the norm in these USAC 
events in America, where the ultra-fast “bowl” circuits provide an ideal 
environment. Even so, turbocharging is not universally popular in USAC 
because of the expense, and the use of very costly equipment when 
everybody else has the same does seem of dubious value. 

It is very unlikely that this kind of situation will arise in Formula 1, but 
the Ford-powered teams will be watching several things very closely 
during the next few months: the development of the Renault turbo, the 

fee or of the twelves — and the drawing board of Keith’ 
uckworth. ‘ 


next week 


The big occasion: Full preview of the Monaco Grand Prix — The Indy 
500 celebrates its 60th anniversary — Exclusive interview with 
Ligier-Matra designeriteam manager Gerard Ducarouge — 
European Formula 2 Championship continues in Austria — Private 
Ear — Peugeot 604 test — Previews of all Spring Bank Holiday 
sport* : 


cover picture 


After the close racing of the first lap (pictured), Niki Lauda was 
never seriously challenged on his way to yet another Grand Prix 
victory for Ferrari from pole position in Belgium last Sunday. Photo: 
David Winter. 

@ These tems were correct at the time of going to press. 


A turbocharged F1 from 
Renault and Alpine 


Elf, Renault and Alpine officially re- 
leased a few details to the press last 

weekend about their new and, 
exciting turbocharged Formula 1 
project, which has been in existence 
or some time now. 

The official word is that an Alpine 
chassis, powered by a 1.5-litre turbo- 
charged version of the 2-litre Renault 
Gordini V6 engine currently being 
used in the French Elf and Martini 
Formula 2 cars, is being used as a 
test bed, and that the motor is being 
evaluated for Indianapolis, Formula 
land Formula 2. 

Francois Guiter, Competitions. 
Director of Elf, was naturally reluc- 
tant+o say very much about the car, 
or whether it would appear in Grand 
Prix racing. However, we were able 
to find out how the car has been per- 


Haber aig bends, and throttle lag, a 
problem with the turbocharged 
engine, is not such a disadvantage as 


it is at the twisty Jarama track in: 
Spain where, after the Grand Prix, 


Jabouille and the new car undertook 
further tests. Jabouille’s _ best, 
according to local reports, was 1m 
23.9s, which compares very poorly 


with James Hunt’s recent pole at 1m. 


18.52s. 

The engine, which is supposed to 
be pushing out around 500 horse- 
power in its current state, may be 
come available for sale later on, 
although a decision on_ this will 


be taken by Elf (who, it is said, com- 


missioned the project) and Renault 
in the next couple of months. 
Apparently, Renault would allow 
servicing only by the factory. 


The new Alpine-Renault A500 turbocharged ‘“‘F'1”’ car (above) is based on the 


Alpine F2 and sports prototype. 


erform well on a 
circuit like the Osterreichring, but 
now that they are pape chicanes 
on the really quick bits, where will it 
really work?” 

There was talk that Renault’s new 
Competitions Manager, Gerard 
Larrousse, might come out of retire- 
ment to drive a car in USAC form at 
Indianapolis, although that. seems 
very unlikely. However, Renault’s 
declared interest in Indy does reflect 


of engine would 


forming in recent testing both at 
Dijon and at Jarama. 

The car, which looks as if it was 
originally designed to run without 
wings (which is what the CSI origin- 
ally proposed for the revised F1 
regulations in the middle of last 
year), is designated the Alpine type 
A500, and has been designed by the 
talented Alpine designer Andre de 
Cortanze at their Dieppe factory. 

The original tests with the turbo- 
charged engine were carried out at. 
Michelin’s tyre test track near 
Clemont-Ferrand with an old Alpine 
F2 chassis. This new car is, accord- 
ing to some reports, a pukka Grand 
Prix car. It is a full monocoque, and 
the suspension geometry is very 
similar (and indeed based). on 
Alpine’s existing A442 sports-proto- 
types, which de Cortanze also 
designed. The car tested at the 
Dijon-Prenois circuit a couple of 
weeks ago, with Jean-Pierre‘ 
Jabouille driving. Running on 
Michelin radials the car reportedly 
lapped in 59.6s, which compares 
fayourably with Jean-Pierre Jarier’s . 
59.25s pole time at last year’s Fl 
Swiss GP in the Shadow DN5. How- 
ever, Dijon is a fast circuit, with long 


Bell’s ring for RAM 


It seems that the RAM/Thursdays Brabham BT44Cs are not going to 
Monaco. Instead they have been entered for the Shellsport 5000 race at 
Thruxton the day after Monte Carlo where the cars will be driven by Derek 
Bell and Patrick Neve (below), who made his GP debut in one of the cars in 
Belgium last weekend. 


Of the turbo project, on poprenene 


their intentions of promoting a big 
Grand Prix driver said: ‘That type 


sales drive in the United States. 


over 500 bhp between 8500 and 9500 rpm. 


The turbocharged 1.5 litre Gordini Renault engine which, at 1.4 psi gives just 


Gilles Villeneuve made it four 
Formula Atlantic wins in a row when 
he took his Ecurie Canada March 
76B to victory in the opening round 
of the Player’s-backed Canadian At- 
lantic series at Edmonton last 
weekend. 

Villeneuve put his car on the ele 
from Tom Klausler’s Lola, Bobby 
Rahal’s March, Bill Brack’s Chevron 
B34, Johnny Gerber’s earlier B29 
and Bertil os’s Lola _T460. The 
first 25 cars in the 30 car starting 
grid were covered by 1.5s! 

Villenuevetook the lead at the start 
of the 65lap race around 
Edmonton’s short (1.5-mile) track 
with Klausler, Rahal and Brack in 
pursuit. On the second lap Rahal 
kerbed his car and split the sump. 
However, he continued for a further 
two laps, laying oil all around the 
circuit, before the engine expired. 

This left Brack chasing usler, 
whom he passed, but Villeneuve was 
keeping a handy advantage, al 


Villeneuve opens his 
Canadian account — 


Jean-Pierre aboiitle (above), the 
driver, and Andre de Cortanze 


(below), the designer. 


though the three were covered by no 
morethan fourorfiveseconds. — 

With 10 laps to 60, Klausler got 
caught up with a backmarker and 
the incident caused his retirement. 
Then, two laps later, Brack spun and 
dropped well behind the leader, 
catching him up in the final laps as 
Gilles eased off. 

Third, having been unable to hold 
on to the.leaders in the early stages, 
was Gordon Smiley, having his first 
outing in one of Fred Opert’s 
Chevron B34s, while fourth, and the 
only other unlapped runner, was 
Price Cobb in a Doug Shierson 
March 76B. Fifth and sixth were 
Elliott Forbes-Robinson in the Tui 
and Bertil Roos, the former having a 
lonely race throughout, while Roos 
succeeded in winning a huge scra 
which featured Juan ‘Cockioaa s 
Opert B34, Cliff Hanson (Shierson 
76B) and Gerber, the latter retiring 
retirmg with 2 puncture and 2 ble=n 
engine. 
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Quester’s 
F2 comeback 


Dieter Quester makes a return to 
Formula 2 racing this weekend at 
Salzburg, although not in the new 
Kaimann which is being specially 
built for the Austrian saloon ace. 
Quester has come to an arrangement 
with Willi Kauhsen to run in the 
second team March 762 normally 
used by Klaus Ludwig, the German 
driver having a prior touring car 
commitment with Zakspeed and 
Ford. Brazilian Ingo Hoffmann will 
drive the other (Hart-powered) 
Kaushen car as usual. 

There is also talk that the Kauhsen 
team will run their third March for 
Jochen Mass at the next Hocken- 
heim race, on June 20. 


® Fastest individual race laps from 
the Silverstone 6 Hours Silhouette 
race a fortnight ago were: Jochen 
Mass, 1m 28.19s; Jacky Ickx, 1m 


28.66s; Bob Wollek, 1m 30.07s; Hans 
Heyer, 1m 30.40s; Ronnie Peterson, 
im 30.44s; Leo Kinnunen, 1m 32.06s; 
Dieter Quester, 1m 33.20s; Harald 
Grohs, 1m 33.25s; John Fitzpatrick, 
Im 33.60s; Egon Evertz, 1m 34.60s. 


A classic case of shutting the door 


Benny Parsons took advantage of 
Cale Yarborough retiring to win last 
Sunday’s ason Dixon 500 
NASCAR race, held at the Dover 
Downs track in Delaware. Parsons 
was able to slingshot past David 
Pearson’s Purolator Mercury on the 
last of the 500 laps to win the race in 
his familiar Chevrolet Chevelle. __ 
Pole had been taken yet again by 
Dave Marcis in his K&K Insurance 
Dodge and, rather than blowing up, 
Marcis was able to finish, albeit in 


- third place and a lap down on the two 


leaders. Fourth, three laps down, 
was the CAM2/Penske Mercury 
driven by both Bobby and Donnie 
Allison, the latter doing most of the 
driving, while Buddy Baker’s Norris 
Ford Torino was next up, another lap 
down. ; 

Notable retirements were those of 
Richard Petty’s STP Dodge and 
NASCAR _ series leader Cale 
Yarborough, who had dominated the- 
race from the start. The Holley 
Farms car was penalized a la 
midway through the race while 
leading for overtaking the pace car 
under a caution flag. This penalty 
did not really affect his progress, but 
a lack of oil pressure on lap 352 did. 


Jody at Imola 


Jody Scheckter makes a return to 
sports prototype racing and also to 
the Alpine-Renault team this week- 
end at Imola, where the third round 
of the World Sports Car Champion- 
chip takes place. : 
eckter, who drove one of 
the turbocharged Alpine-Renault 
A441/2s_ at sterreichring and 
Watkins Glen last year, partners 
Henri Pescarolo, while Jean-Pierre 
Jarier pairs up with Jacques Laffite. 
Patrick Depailler is still under 
suspension following his ‘Ring 
contretemps, while Jean-Pierre 
Jabouille is racing F2 in Austria. 
Could this be turbo practice for 
Jody in preparation for the Tyrrell- 
Renault? - 


Zolder. 


Amon’s acci 


We spoke to Team Ensign boss Mo 
Nunn earlier this week to find out a 
little more about the accident which 
pe Chris: Amon’s Ensign spectacu- 
arly out of the Belgian Grand Prix, 
just when the car’s second suc- 
cessive fourth-place finish looked a 
certainty. “Chris said afterwards 
that he’d felt a minor vibration for 
about ten or twelve laps previous to 
the crash,” explain unn. “It’s 
really a driver’s decision whether he 
comes in to check it or not; I would 
think, had he not been racing for 
fourth place with Jody Scheckter, 
that he probably would have done.” 


Nunn reckoned, on the evidence | 


they’ve been able to piece together 
so far, that a rear wheel nut came 
loose and this started to allow the 
offending wheel (the left rear) to 
work free. On inspection afterwards, 
it was found that the wheel had 
chafed into the axle and the actual 
axe nee ee ra to a 
loading it is not designed to accept. 
“We thin ee 

said Nunn, “although we can’t 
confirm it at pene There are 
white marks and signs of damage to 
the rim, but as the wheel left the car, 
cleared the bank and landed in a 


x 


Chris Amon’s F1 Ensign ended upside down after its high speed crash at 


k the axle pin snapped,” | 


dent 


“We're very happy with the way the 
rollover bars withstood the impact” 
said Mo Nunn. 


spectator area, it’s difficult to tell 
even now whether it had _ been 
damaged on the vey Certainly the 
tyre was still inflated. At the 
moment we can’t tell whether the 
wheel and rim was damaged in the 
race, although Chris says he can’t 
recall having hit anyone or any kerb. 

“Chris was entering a fast, flat-in- 
fourth right-hander when the wheel 
came away and the car slid straight 
through the catchfencing and into an 
earth bank, rolling twice, so I’m told. 

“We're very happy with the way 
the rollover bars withstood the 
impact, and this allowed him to 
scrabble out from underneath the 
car. Although the car was upside 
down, no fuel leaked from it at all. 
We're naturally happy about that 
aspect, although that such an inci 
dent should occur in the first place 
does concern us, of course.” 

Amon, teving struggled clear 
from the wreckage himself, was 
taken to eee hospital for a 
check-up and, although first fears 
were that his right arm was broken, 
he has only heavy bruising to his 
elbow and hand; his right knee and 
shin are also heavily bruised. Apart 
from that, the New Zealander is in 
pretty good spirits. 

Damage to the car, considering the 
high speed impact, is not too bad, 
and Nunn informed us, having put 
the car on the jig on Tuesday after- 
noon, that ‘we'll be there with it at 
Monaco, so you’d better sweep the 
front of the grid clean — we want 
Chris to get a clean getaway.” 

@ Dick Parsons, whose Formula 3deal 
for this year with the No Drugs 
Racing team fell through, is cur- 
rently favourite to take over the F3 


a 


Pironi is untouchable 


McLaren 
now appeal 
to CSI 

via the RAC 


After three days of hearing evidence, 
the four-man tribunal set up by the 
Spanish Automobile Federation to 
hear the appeal by McLaren Racing 
against the Spanish GP disqualifica- 
tion of James Hunt stood firm by 
their earlier decision to remove the 
car from the results. McLaren 
Racing, through their team director 
Teddy Mayer, will take another 
eee. via the RAC, to the FIA in 


A statement was issued by 
McLaren Racing last Thursday 
which said: 

“Marlboro Team McLaren will ask 

the Royal Automobile Club to appeal 

to the FIA in Paris against the un- 
favourable decision of the Spanish 

Automobile Federation in the matter 

of the exclusion of James Hunt from 

his Spanish Grand Prix victory. 

Grounds for the appeal are: 

I. That the penalty imposed was 
far too severe particularly as the 
infringement in question would 
confer no material performance 
advantage. 

2 That the procedure of the 
Tribunal of the Spanish Auto- 
movile Federation was improper 
in that the Marlboro Team 
McLaren’s authorised _ rep- 
resentative was not permitted to 
present his case to the tribunal 
or in fact even to appear before 
the tribunal.” 

Reports in the national ie last 


week quoted Hunt and McLaren’s 
Spanis lawyer, Luis Joaquin 
Garrigues, as saying that the 


tribunal was “a pantomime” and a 
“parody of justice’’, especially after 
e lawyer was not allowed to cross- 


. examine witnesses he had called in 


defence of the McLaren case. 

A federation official was quoted as 
saying: ‘‘The tribunal is only follow- 
ing rules laid down by international 
motor racing authorities. The 
behaviour of the McLaren lawyer 
has brought an unnecessary amount 
of bad feeling into an already 
difficult case.” : 

As you will read in Pete Lyons’s 

ian Grand Prix report, which 
starts on page 34, the Marlboro 
McLarens were narrower in Belgium 
last weekend. . . 


The opening round of the Interserie 
championship took place at the 
Kassel Calden airfield circuit in 
Germany on May 9 and, according to 
our source, it was a total disaster. 
The race was easily being led by 
Reinhold Joest in his 917-bodied 
Porsche 908/3 which had just been 
rebuilt following his high speed acci- 
dent at Monza recently. However, 
the Porsche has had to undergo a 
further rebuild, for Joest collected a 
slower car and collided with one of 
the circuit’s artificial chicanes. ; 
Victory then went to Peter 
Hoffmann in his 5-litre McLaren- 
Chevrolet M8F from Emst Kraus’s 
Porsche 908/3. The fastest 2-litre 
runner was Helmut Bross in his Lola 


The next round of the Interserie is 
scheduled for Zolder on June 13. 


With the prize of a guaranteed 
Formula 2 ride in the offing for next 
season, backed by Elf of. course, 
Frenchman Didier Pironi moved a 
step nearer to claiming it when he 
won yet another round of this year’s 
French orientated Super Renualt 
series sup orting the Belgian Grand 
Prix at Zolder last weekend. Driving 
his regular Elf-backed Martini 
Mk18, Pironi dominated both 
practice sessions and the race, 
streaking away at the start and 
winning the 20-lap event by 14.8s. 
Supporting Pironi on the front row 
should have been Christian Ethuin, 
but his Martini _Mk18 (based on 
Jacques Laffite’s F2 Mk16 from last 


-year) ran into problems on the warm- 


up and failed to start. The second 
row was all Lola, new T410s being 
handled by new French comingman 
(and last year’s World Karting 
champion) Alan Prost and former 
works Alpine driver Alain Cudini. 
Pironi took advantage of being 
ahead of his rivals | on the front rank 


and captapulted into a lead which he 
extended impressively during the 
first few laps. There was no way, 
barring mechanical failure, that he 
was going to lose this race. ; 

Meanwhile a huge scrap for second 
place was in progress involving the 
Martini Mk18s of Dany Snobeck and 
former F2 driver Jacques Coulon, to- 
Peete with Cudini, Prost and 

ichard Dallest’s Lola T410. 

Prost, having led at Dijon the 
week before (that was his first Super 
Renault race) before his engine 


failed, sat towards the back of this | 


bunch and ultimately retired when 
he got caught out on some oil, slid 
wide onto a kerb and tore off his 
engine’s sump. 

obeck’s BP-backed Martini 
eventually came through to take the 
runner-up spot ahead of ulon, 
while the Lolas of Cudini and Dallest 
came next, having fallen back some- 
what in the later stages. Pironi’s 
fastest race lap of 1m 38.8s was 1.1s 
slower than his best in practice. 


Didier Pironi streaking away from the opposition in Belgium. 


Sportscar 
appeal 


Although entries for the Spring 
Bank Holiday Monday sportscar 
race at Oulton Park are now up to 15 
cars, the organizers, the BRSCC, 
would like to see a field of at least 20 
for a grid which can take up to 24. 
Anyone with a sportscar or Class A 
Clubmans car not already engaged 
over the holiday is asked to contact 
Paul Watson of Sportscars Inter- 
national on Sherbourne 2600. Prize 
money totals £1000 for the event. 


Spot check 


Several Grand Prix drivers were 
under close scrutiny in Belgium last 
weekend rogers the legality of 
their racing licences (the CSI issued 
a new system of grading inter- 
national racing licences towards the 
end of last year). 

In order to obtain a Formula 
1/USAC licence, or Grade A, a driver 
has to have completed and finished a 
set number of international events in 
Grade B events (ie F2, F5000 and 
sports prototypes) or, failing that, a 

reater number of races under Grade 

(ie Formula 3). 


One Lotus at Monaco > 


Although Mario Andretti has a com- 
mitment to race at Indianapolis 
instead of at Monaco, a decision was 
taken in Belgium last weekend that 
John Player-Team Lotus would only 
enter and run one of their t ty 
Formula 1 cars at the Monaco Grand 
Prix. Up until then, it had looked as if 
Bob Evans would be rejoining the 
team for a “guest’’ appearance at 
this race but, because of a heavy 
testing schedule (there’s a Goodyear 
tyre test in Sweden two days after- 
wards), the Team Lotus personnel 
thought it wiser to prepare one car 
for the Swedish test (Andretti’s 


See Dlr chassis) and send Gunnar 
Nilsson as the sole Lotus entry to 
Monte Carlo. “If that’s not an 
incentive for him to keep it on the 
island, I don’t know what is’’ wise 
cracked Competitions Manager 
Peter Warr earlier this week. 

With Team Lotus only sending one 
car, it means there will be an extra 
space available for a non-F1CA 


member. Drivers who will be relying © 
on the race organizers to mvite three. 


of them to start will be Arturo 
eo elgg mig abeaengpee or 
ex . uy 
Edwards. 


& PGUUULA 
Two Ligiers 
at Ricard 


Following their car’s superb showing 
at the Belgian Grand Prix, where 
Jacques Laffite vanquished all the 
Ford opposition and very nearly 
upset the Ferrari domination of the 
race, the French Ligier-Matra team 
are looking forward to some even 
better results, hopefully starting at 
Monaco next week. 

The team’s race car designer/team 
manager, Gerard Ducarouge, told us 
that they would have their spare car 
ready for the French Grand Prix at 
Ricard “where we will run two cars, 
although the second driver is still to 
be decided.’ Ducarouge is. naturally 
happy at the way Jacques Laffite 
has been driving the car: ‘‘We have 
not changed a thing on the car all 
season. It still has the same springs 
and settings. It’s just that Jacques 
has been improving with every race.’ 
Ducarouge went onto to tell us that 
Laffite’s best lap in the race was a 
full second quicker than he had 
achieved in practice. “It has been 
like this at every race,” smiled 
Gerard. “If only he can do it in the 
practice, then perhaps we could start 
at the front.” 

Ducarouge discounted stories that 
the Matra V12 engine was appre 
ciably quicker than the Ford- 
Cosworths, although we hear that 
James Hunt’s McLaren engine has 
exceptional poreree ec: figures com- 
pared to some of the other Ford V8s. 
An interesting fact, pointed out by 


. Ducarouge, is that the Matra engine, 


including the clutch, starter motor 
and other ancillaries, is about 5kgs 
lighter than the Ford! 


Brands Fl 
testing 


The rigours of the Belgian Grand 
Prix were plainly evident at Brands 
Hatch on Tuesday of this week when 
the Goodyear tyre testing session 
got under way. Only eight Formula 
1 cars actually practised in the 
morning session, which ran from 
09.00 until noon. However, a good- 
sized crowd was on hand to see some 
aces at least rushing around the 
Kent track. 

Fastest in the morning was Clay 
Regazzoni, who was driving Niki 
Lauda’s spare T-car. Clay ran a lap 
at 1m 23.0s, which compares not too 
well with Jody Scheckter’s pole time 
at the Race of Champions of 1:20.4, 
although the new regulations have 
come into force sincethen. _ 

Gunnar Nilsson in the John Player 
Lotus 77 was next up, although 
some two seconds slower on 1:25.0, 
with Tom Pryce (Shadow DN5) and 
Jacques Laffite (Ligier-Matra) = 
0.is slower. Then came John 
Watson’s Penske PC4_ (1:25.4), 
Carlos Pace’s Brabham-Alfa (which 
blew an engine) on 1:31.8 and Larry 
Perkins’s Boro (1:33.4). Also present 
was Henri Pescarolo, although he 
hadn’t run by lunchtime. 

Afternoon times imcluded 1:215 
for Jody Scheckter in the Tyrrell 
P34/2, 1:23.1 for Nilsson, 1:24.4 for 
Pryce, 1:24.6 for Laffite, 1:25.3 for 
Watson and 1:27.8 for Perkins. 


@ We hear that the Dijon race 
organizers are tryimg to switch ther 
G5 dateon September 5 to G6 sports 
prototypes. 
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in Belgium. 


Hans-Joachim Stuck’s F1 March which carried the John Day Model Cars logo 


Day switches to March 


John Day, whose company produces 
1/48rd_ scale centrifugally cast 
models, have, in fact, switched their 
rsp from Team Ensign to 

ch Engineering and have_ not 
withdrawn from Formula 1. John 


G5 Ford on 
the way? — 


Will Ford make a return.to motor 
rt with their Cologne Capris? Are 
they contemplating a race_pro- 
amme in the Group 5 World 
hampionship of Makes? These are 
postions which may be answered in 
e not too distant future. All that 
Ford Cologne’s competition director, 
Mike Kranefuss, would say was: 
“You'll know in good time, don’t 
worry.” His face then broke into a 
broad grin. Although Ford would 
find it almost impossible to compete 
with Porsche in the series on level 
grounds, they may well make the 
effort, as‘ BMW do, to support the 
series during its embryonic stages. 
Kranefuss has already expressed 
his views on Ford policy in the G5 
series within these pages. Naturally, 
such -a series interests him, but 
whether a G5-ized 3.4-litre Capri 
would persuade the powers that be 
to grant a race budget remains to. be 
seen.What does look a possibility — 
and this has only been brought 
about because of Porsche’s tactics 
(or long-term policy, as they call it) — 
is the resurrection of the Ford GT70, 


or a similar type of “production” car. 


catchpole 


THERE YoU ARE..- 


Day told us in Belgium last weekend 
that he has come to a three-year 
agreement with March and the first 
‘signs of his association With the 
team were on Hans Stuck’s car at 
Zolder. 


Brno: Luigi BMWs again 


The story of the fourth round of 
European Touring Car Champion- 
ship, held at Brno in Czechoslovakia 
last weekend, was the same as ever, 
a one-two for the Luigi BMW 3.0 
CSis of Jean Xhenceval/Pierre 
Dieudonne and . ughes e 
Fierlandt/Claude de Wael. But the 
story in practice and the first two 
hours of the race was different, for 
easily quickest on the 11kms long 
circuit was the ape Chevrolet 
Camaro of Reine isell/Stuart 
Graham (in the 3m 41s_ bracket 
against the 3m 46s of the BMWs). 
With over 100,000 
fans thronging the natural grand- 
stands of this road circuit, the 
Camaro built up a huge lead in the 
first two hours. In fact it was British 
teams all the way, for, further back, 
the Alec Poole/John Handley Escort 
owned by Derek McMahon had 
forced the Zakspeed Escort of 
Martino Finotto/Sigi Muller into yet 


Lauda wins — bubbly flows 


It seems that few of you could 
believe that Niki Lauda could 


continue his incredible winning run,- 


but that’s what he did at Zolder in 
the Belgian GP and of the ten people 
who wrote in to tell us that the 
Austrian would win, just two 
essed that his speed would be in 
the 108mph mark. But it was Mr P. 
Smart of Newbury, Berks who got 
very close to the 108.04mph average 
with his guess of 108.06. To him 
oes a magnum of Moet and 
handon’s magnificent champagne. 
You voted for thirteen drivers to 
with the GP, favourite being James 
Hunt, but Patrick Depailler, Jochen 


Mass, _ Cla Regazzoni, Jody 
Scheckter, Monwic Peterson and 
Vittorio Brambilla were other 
favourites. 


And now for the Monaco Grand 
Prix, where, no doubt, much Moet 
and Chandon will be drunk both on 
and off the track. Last year’s race 


@ Didier Pironi’s Super Renault win 
at Zolder last win moves him well 


was partially wet and drivers 
stopped porte stops too, so the 
average sp of 75.55 mph means 
little. But then so would any other 
race for the slow section out of La 
Rascasse has been made slower for 
this year’s GP and the fast section of 
St Devote is also slower. So you 
could arrive back at 75.55mph. 

The other way is to add on a few 
seconds for the slower part of the 
circuit, take the fastest)}lap of last 
year of 82.71mph (which was slower 
than the previous lap record), slow 
the lap speed down a bit for those 
slower corners and arrive at the 
speed that way. But then, of course, 
the race could be wet again. Anyway, 
whoever gets it right will deserve his 
magnum of Moet and Chandon. 
Don’t delay, send in your entries 
right away, to arrive before Friday, 
May 28, to Autosport Editorial, 
Haymarket Publishing Ltd, 54-62 
Regent Street, London W1A 2YJ. 


@ By virtue of winning last 
weekend’s NASCAR Grand 


into the lead of the European series, | National race, Benny Parsons has 


with Dany Snobeck leading the other 
runners. 


.. THAT CONFIRMS WHAT JAMES WAS 


| 


closed right in on Cale Yarborough’s 
lead of the championship. 


s 


anatic Czech. 


another blow-up after 20 minutes 
and was leading the 2-litre class, 
while the Smith Kendon’s Mazda 
RX3 of John Markey/David Palmer 
led its class hy three laps, in sixth. 
position overall. __ - 

Then, at the two-hour mark, it all 
fell apart. The Mazda’s real axle 
cracked on a weld, probably because 
of the bumpy circuit; all the oi 
dripped out, and the diff seized. At 
about the same time, the Camaro 
dropped a valve. And that left the 
two Luigi cars in the lead from 
Poole/Handley, which is the way it 
ran out, the McMahon car doing * 
exceptionally well to finish third 
overall. Neither the regularly com- 
petitive Alfetta GT of the Auto 
varma team nor the phenomenally 
quick VW Scirocco could do any 
good on the fast circuit, both nippmg 
in and out of the pits throughout the 
race, and the VW ultimately hittng 
the Armco toretire. 


Fittipaldis 
taking stock 


Emerson Fittipaldi failed to qualify 
for the Belgian Grand Prix last 
weekend. That in itself is a news 
story. The twice World Champion 
suffered the ignominy of failure to 
make the grid having had trouble 
with his Copersucar Fittipaldi 
throughout the t wo days of practice. 

The team, having been struggling 
somewhat of late, decided that they 
would only run one car in Belgium 
for Emerson. Team manager Jo 
Ramirez told us that Ingo 
Hoffmann, the team’s second driver, 
would be rested for the next three 
Grands Prix. 

Prior to last weekend’s race, the 
team had intended to carry out some 
extensive testing both at Brands 
Hatch and also down at the Paul 
Ricard circuit in Southern France as 
their third car (a spare) is now ready. 
It would seem that the testing is 
more. important now than ever 
before, but one thing seems certain: 
the earlier reports that the team and 
Fittipaldi were receiving fantastic 
amounts of sponsorship seem a little 


| exaggerated. 


by Barry Foley 


..|LAUDA IS OVER THEHILL . 
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Johnny Rutherford’s Hy-Gain McLaren will start from pole on May 30. 


eA NAPOLIS QUALIFYING © , 
Stirrings of spring — 
at the Brickyard 


By GORDON KIRBY Photos by CHARLES LORING 


The first drift in a fresh wind of change seems to be fluttering about the old wooden garages 
of Gasoline Alley these days. It’s not that anything radical seems to be in the offing, you'll 
understand, but everywhere you turn, if you listen closely, you can hear certain variables of 
the current, stable equation reaching a point of complete revision. The old, four-cylinder 
Offenhauser can be seen in three different guises. The spectre of the far from completed V8 
Drake hovers in the background. The destroked, turbocharged Cosworth V8 is already 
beginning to find its legs and reveal its promise. Sharp rumours of the potential of a turbo- 
charged Matra V12 seep through the wooden slats of the Speedway’s garages. And over 
there, why, isn’t that Keith Duckworth’s tossled, wry face peering into the water pump of 
that Offy, and wasn’t that Renault’s Gerard Larrousse we saw crouching quizically behind 
the Parnelli-DFX? Certainly something is stirring in that huge Indianapolis stadium they 
call ‘The Greatest Race Course in the World.” 

As to the matters of the moment — the endless practice, the ruthlessly abrupt qualifying 
and the readjustment of driver, team, chassis and engine from the fine, frantic edge required 
for qualifying to the deliberate, calculated coolness needed for the 500 itself — well, after the 
first weekend of qualifying all that seems at best confused.... 

Johnny Rutherford, last year’s second place finisher and the 1974 winner, placed his 
McLaren M16E on the pole with one of his typically fearless charges around the deceptively 
tricky speedway. But even though he was fastest on that day(and on four of the five days in 
which he practised), Rutherford was blessed with a strong element of luck. As McLaren’s 
USAC team manager Tyler Alexander admitted, his team happened to come out of a 
weather-confused situation better than their protagonists. In trying to catch up with a track 
which had lost much of its “‘groove’’ because of a heavy overnight rainstorm, Al Unser 
changed his car and erred. A. J. Foyt did likewise, only more so, while Rutherford kept his 
McLaren to the same specs, only to find that he too was wrong! It was all a question of the 
degree of error, and on that count Rutherford and the McLaren team came out best from a 
very difficult situation. 


Perri 


As many as 55 cars arrived during the full week of 
practice which preceded last weekend's first two 
days of qualifying for the 60th Indianapolis 500. 
Ten of those represented spare cars, so there were 
actually 45 drivers searching for a place among 
the 33 starters, as well as tee odd uncontracted 
driver skulking around Gasoline Alley hoping to 
find a place in one of those empty cars. 

Leading the field was a certain A. J. Foyt, now 
42 years old and enjoying the title of USAC 
Champion for the sixth time. It’s nine years since 
Foyt last won the Indy 500 (for the third time) 
and you get the feeling that the elusive fourth 
victory is beginning to grate on the man’s mind. 
For this year’s attempt, Foyt has entered the 
same pair of cars he used last year, both 
essentially similar to 1975 specification save for 
the addition of small dams to the far ends of their 
noses, directly ahead of the front wheels. One car 
was last year’s ‘‘small’”’ Coyote-Foyt V8, and the 
other the previous year’s slightly larger machine. 

Last year’s Indy winner, Bobby Unser, had a 
pair of Eagles at his disposal, both modified 
extensively and painted in the brown of Bobby’s 
new team Cobre Tire. Mechanics Wayne Leary 
and Butch Wilson have gone with Unser from 
Dan Gurney’s team to the Cobre Tire outfit, and 
they have carried out what they consider to be the 
next logical step in the development of the five- 
year-old USAC Eagle. This entails moving the 
water radiators from behind the front wheels, 
mounted parallel to the car’s centreline in best 
contemporary F1 style. A flat aluminium “tray” 
runs the length of the car on either side from the 
nose to the rearmost extremity of the radiators, 
reaching its widest point just behind the front 
suspension. A small (half-inch) perpendicular lip 
borders the length of this tray. 


Dan Gurney brought along a pair of bright blue 
Jorgensen Eagles, one last year’s ex-Unser car for 
25-year-old Duane “Pancho” Carter and the other 
the team’s usual spare, which was to be driven by 
F5000 Eagle man Vern Schuppan, who would first 
have sr og his “rookie” test. Each works Eagle 
featured a lengthened wheelbase, achieved by 
moving the rear suspension back, in an effort at 
getting more weight onto the front wheels, The 

‘erinaseld at both ends had also been modified on 
tn cars. 

A brace of Eagles formed the bulk of the rest of 
the field, as they have for half a decade. Mike 
Mosley was back in the Sugaripe Prune team 
after his brief retirement last year. He had two 
cars. The Alex Foods team had a pair of cars for 
Billy Vukovich and rookie Bobby Olivero, the 
latter a successful sprint car driver. Pancho 
Carter’s half-brother Johnny Parsons had a pair 
of Eagles for his third Indy 500, sponsorship 
coming from Ayrway, a midwestern supermarket 
chain, and First National City Travelers Checks. 
Steve Krisiloff carried the Routh Meat Packing 
colours on an ex-Vel’s Parnelli Eagle, while 
Thermo King had extended their sponsorship of 
Gary Bettenhavsen to include a second Eagle for 
American Super Vee Champion Eddie Miller, who 
would also have to pass his “rookie” test. 

Others. among the many Eagle drivers who 
might prove competitive included sprint car ace 
Jan Opperman, safety equipment man Bill 
Simpson, promising newcomer (even though he is 
39) Larry Cannon, veteran Jim McElreath, last 
year’s Rookie of the Year (he too is 39) Bill 
Puterbaugh, and Fred Carrillo’s entry for Jerry 
Grant. This latter machine was of particular 
interest because of the turbocharged, stock-block 
V8 AMC motor which filled the engine bay. 
Reduced to 209cu. ins from its original 401, the 
engine wore 138lbs more than an Offy and has 
been developed by the Champion Spark Plugs 
engine shop. 

total of nine McLarens occupied various 
garages, but only the works and Penske Racing 
entries represented truly competitive forces. With 
strong support from Hy-Gain CB radios and 
secondary backing from both Goodyear and First 
National City, Team McLaren entered a pair of 
M16Es for Johnny Rutherford. Both were to 
similar specification to last year, one of the 
chassis being the car entrusted to Lloyd Ruby for 
last year’s 500 and otherwise raced once by 
Rutherford, while the other was the unused spare 
car from last year. The Cosworth-powered M24 
remained at home, having run once only at 
Michigan. Would the M24 probably not be raced 
until next season? The McLaren team manager 
furrowed his brow and said, “Well, that’s not 
necessarily so.” ' 

Penske Racing had a pair of beautifully turned- 
out M16C/Ds, one called the Norton Spirit for 
regular driver Tom Sneva who, at 27, remains the 
most talented newcomer to USAC C onshi 
racing. This would, after all, be only his 
Indianapolis 500. The other Penske emtry was the 
CAM2-sponsored car for Mario Andret=,, missing 
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Grand Prix. Naturally emougn. this team’s M24 


Cosworth remained at home. also. 

Other McLarens entered were for Sekt Walther 
and David Hobbs (Dayton-Walther M16Ds), Ai 
Loquasto’s pair of M16Bs and a pair of Mi6C/Ds 
for 21-year-old rookie Spike Gelhausen. 


Certainly the most ay ey machine at the 
Speedway this year is the Vel’s-Parnelli Jones 
turbocharged Cosworth DFX VPJ6B, driven by 
Al Unser. Two cars were:on hand, to almost 
identical specification save for wings. Since the 
first appearance of this design a year ago the car 
has aa developed extensively, including 
modifying the Fl-based geometry to suit the 
narrower and taller USAC-dimension wheels, 
replacing torsion bars with ee ek all-round, 
moving the wheelbase further back within the 
ear’s silhouette, widening the rear track, and a 
myriad of detail changes. The original Lucas 
metered fuel injection system has given way to a 
Hilborn constant-flow type, which has improved 
throttle response mark , while a conventional 
USAC Weisman gearbox replaces the Hewland 
used originally. All this has helped Al Unser 
achieve some very quick (mid-190mph) lap times 
in the team’s rather limited testing at Ontario 
Motor Speedway. The early metamorphosis of the 
Parnelli has been achieved by John Barnard 
(chassis) and Larry Slutter (engine) with Jim 
Chapman managing the project and Hughie 
Absolom heading the mechanics. 

George Bignotti’s Sinmast-sponsored Wildcats 
appeared at the Speedway in Mk2 form, once 
en powered by the reduced valve angle DGS- 

fenhauser engine. The new Wildcats carry their 
single water radiators in their noses, so the mono- 
coque car can be almost a full foot narrower than 
last year. The new full-width noses and cockpit 
surrounds, incidentally, are remarkably 
reminiscent of Foyt’s Coyote. As in the past few 
years, Bignotti’s drivers are veterans Gordon 
Johncock and Wally Dallenbach. 

The 1973 USAC Champion, Roger McCluskey, 
brought a brand new car to the Speedway. Based 
on last year’s Coyote-inspired Rocket, the new car 
has been designed by ex-Eagle man Roman 
Slobodinski, who has clothed the virtually un- 
changed chassis with an exceptionally neat chisel- 
nosed body for the 45-year-old McCluskey to 
drive under the colours of long-time sponsor 
Beacisey Hopkins. In fact, the car is now called a 

opkins. 

Teaming up with J. C. Agajanian, Grant King 
has Peociicod: a pair of cleanly turned-out Coyote- 
copies to replace his eing Eagle-copies, 
exchanging the name of Kingfish for that of 
Dragon on the chassis plate. Drivers for the cars 
are sprint car man Sheldon Kinser and veteran 
John Martin. 

Rolla Volistedt’s McLaren-based, _front- 
radiatored cars appeared as usual in the colours of 
Bryant Heating & Cooling, with veteran Dick 
Simon at the wheel of one and Janet Guthrie 
hoping to pass her rookie test and qualify for the 
second car. Janet had performed competently in 
the last USAC race at Trenton, and is the first 
woman to have her entry accepted for the 
Indianapolis 500. She has been racing for more 
than ten years, having competed in both the 
Sebring 12 Hours and the Daytona 24 Hours. Her 
most recent experience has been in a Group 1-style 
Toyota Celica, and her foray into USAC is the 
first time she has driven single-seaters. . . . 


along just one car, that a 

the colours of long-time sponsor Miller High Lif 
Beer. In 1961, his rookie appearance at 
Indianapolis, Hurtubise qualified on the pole, but 
three years later his promising career was 
dampened by a very bad crash in which he was 
badly burned. Since then he has continued to 
compete in the USAC Championship without 
achieving any conspicuous success and, despite a 
number of excursions into _rear-engined 
machinery, he has remained faithful to the tradi- 
tional Indianapolis roadster. 

Other than the Ford-based Foyt V8s in A.J.’s 
own cars and those of a few-lesser runners, the 
Cosworth DFX in the Parneili, the DGS- 
Offenhauser powering the Wildcats and the AMC 
stock-block in Grant’s Eagle, the balance of the 
field were equipped with the well-known Drake- 
Offenhauser four-cylinder. In some instances, 
however, most notably the works and Penske 
McLarens, Bobby Unser’s Eagles and Grant 
ng Dragons, a new version of the Offy was 
employed. 

e latest development of this engine is a 
further refinement of the DGS modification in 
that the valve angle is reduced further to an 
included angle of 38deg, the ports are now 
siamesed at the face only, and the piston crown is 
now recessed to form a Heron-head type combust- 
ion chamber. The water flow around the heads 
had also been improved, so that a generally fatter 
power curve has been produced. Although this 
engine won both opneing races of the USAC 
schedule, a connecting rod problem also made 
itself known — the rods have been cracking 
radially through the big-end at the base of the rod 
itself. Herb Porter, Drake Engineering’s chief 
man in the field, reported that a solution has yet 
to be found to this problem. “It seems to be a 
function of rpm,” he said, “for the next while you 
just have to be careful how hard yourun ’em.” 

The only notable change to this year’s USAC 
regulations is a further reduction of turbocharger 
boost pressure from 80 inches of mercury to 75 
inches. Next year all engines will be required to 
use a single-manifold turbocharger, which will 
affect only Foyt’s engine, for the Cosworth and 
AMC V8s currently employ single-log systems as 
of course, does the in-line Offenhauser. For the 
moment, however, it was interesting to see how 
much the new boost regulations increased la 
times, bearing in mind that Foyt’s pole Sibed 
from last year was 193.976mph. .. . 


QUALIFYING | 


Practice started on Saturday, May 8, which was 
about a week later than normal and also conflicted 


-with the Pocono F5000 meeting, which meant 


that Dan Gurney’s team would not be able to 
start their practice until the following Tuesday. 
As far as everyone else was concerned, they too 
felt the pinch of the lessened quantity of practice, 
and the general feeling seemed to be that the 
combination of that and the new boost pressure 
regulation meant that they would be hard-pressed 
to equal last year’s speeds. 

Mario Andretti was the only serious runner to 
go out on the first day, putting in a worthwhile 
run in his new USAC mount under the restriction 
of a 180mph speed limit. Over the next three Baye 
Andretti put in as much time as he could with the 


Gordon Johncock points his Offenhauser-powered Wildcat towards the front row; he was second fastest at 188.53lmph to Rutherford’s 188.957mph. 


4. 
? AGING- 
TEAM ss ; 


bracket. well whim range of the quickest mex 
and the more familiar equipment. Then he left 
for Belgium, with the prospect of having to start 
the 500 well towards the back of the grad. 

Meanwhile Foyt, Rutherford and Aji Unser 
began to emerge as the fast men of the field, with 
Sneva and Johncock showing good, consistent 
pace not far ind. The weather, often 
changeable and disruptive across the flat mid- 
western states at this time of year, remained 
warm and med teas very encouraging. But on 
Wednesday the first bad crash of the week 
occurred, and the next day the weather began to 
grow moody. By the week’s end, that old feeling 
of another difficult, endless month at the 
Speedway was oa eney taking hold of 
everyone. Indy really is like that. 

Wednesday's bad crash concerned Eddie Miller, 
who was into the early stages of his rookie test’s 
second pane, which requires doing 20 laps at a 
speed of 165mph or faster. Eddie later said that 
he had some difficulty in atuning himself to the 
speedway initially — he had not been able to drive 
the car previous to arriving at Indianapolis — nor 
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’ had he driven anything in six months — 


particularly as he was only allowed to use half of 
the road at the first limit of 160mph. But he 
reckoned that by the end of that phase he was well 
enough into the groove to begin the 165mph 
segment, only to find that the USAC officials 
wanted him to wait for a few hours before going 
out again. When he started again he had some 
trouble finding his rhythm, and suddenly he 
found himself going too deep (or “high”’ as they 
say on the ovals) into the first turn. He tried to 
correct, but the car got away from him, shot 
straight off to the inside, bounded across a pair of 
fences and a ditch, and then cartwheeled into an 
empty bleacher. The car was badly damaged, but 
Miller was pulled from it in a conscious state and 
taken to hospital, where it was discovered that he 
was fortunate enous to have broken only two 
vertebrae in his neck. Three days later, he was 
back at the track, stiff and sore and wearing a 
neck brace, but hoping to be racing in July. 
Among the other rookies, Janet Guthrie was 
having a frustrating time simply because her 
Volistedt was refusing to run with any kind of 
reliability, although she did manage to complete 
the first phase of her test. By mid-week the Eagle 
team were ready enough to put Schuppan into 
their second car, with which Carter had managed 
to axerege just over 183mph with an engine which 
already had well over 500 miles on it. Vern was 
able to run through both stages of his test quite 
rapidly and without any sort of drama as befits a 
driver of his experience, creeping his pace into the 
high 170mph bracket before he had finished. ‘“‘The 
biggest problem is telling yourself to 2 Bee your 
foot back into it when you haven’t turned into the 
corner yet,’’ Schuppan explained, ‘“‘If you don’t do 
that, of course, you lose all the boost pressure.” 
Whether it was the experience of Gurney and 
Schuppan, or just fortunate timing, it turned out 
that they had picked just the right moment for 
Vern to earn his Indy credentials. The next day 
the weather turned, a stiff, blustery wind making 
quick laps very difficult to manage and, late in the 
afternoon, bringing on the first burst of rain. 


‘Friday, the followmg day, was even worse, as 


showers kept the track closed for all but 80 
minutes. Suddenly the last, valuable hours before 
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INDY continued 


the start of Saturday’s qualifying had 
disappeared, just as the Parnelli-Cosworth gave 
its crew some concern over what turned out to be 
a duff magneto, and Foyt’s increasing difficulties 
at getting back to the right chassis Daivien was 
complicated by some cylinder head problems. As 
the night closed in, the rain returned in steadier 
layers and the glum prospect took shape of a long, 
rain-delayed first day of qualifying on a track 
which had most probably had its ‘‘groove” 
washed away. 
It wasn’t until past one o’clock on Saturda 

afternoon, some four hours later than scheduled, 


that the track surface had dried sufficiently for . 


the cars to go out for a final, 30-minute practice 
session. As each of the drivers came in from their 
runs they reported to their crews that, just as 
everyone had suspected, the ‘groove’ was 
virtually non-existent. Foyt and Rutherford, 
among others, confirmed that the track was now 
as ‘‘green”’ as it had ever been. The short practice 
ended under a yellow light when rookie Spike 
Gelhausen crashed his McLaren quite ruinously, 
but without injury to himself. 

Naturally enough, the changed track conditions 
contrived to upset everyone’s chassis settings, 
and even though Rutherford had managed the 
first official 190mph lap of the month (his team 
had caught him above that mark on one occasion 
earlier in the week), he and most of the other fast 
men found themselves in a classic motor racing 
quandary. Do we guess and change the car 
without a chance of testing it, or stick with what 
we have and hope for the best? 

Barely an hour later, under a sky covered with 
high, patchy clouds, qualifying began, based on 
the order of the previous evening’s draw. The first 
of the potential pole winners to go out was Bobby 
Unser. His practice had: been dampened 
somewhat by engine troubles and he had not been 
able to achieve any satisfying speeds all week, but 
now, on the first of his four flying laps, he was 
over 187mph, the fastest lap he had yet managed. 
But a lap later the brown Eagle slowed along the 
back straight and came in, the wary driver just 
saving the engine from exploding along the track. 
Damn, things just don’t want to turn for the 
better, dothey? 

Gordon Johncock was the next quick man out 
and, lo and behold, he had a good run! He was 
easily the fastest man to that point, averaging 
188.531mph but further underlining the “green- 
ness” of the track as his tyres heated up 
dramatically, causing him to go progressively 
slower with each lap. 

Not long after, Pancho Carter came out with the 


Jorgensen Eagle, and he too had a good run. He . 


was somewhat slower than Johncock’s pace, but 
his pacing was clean and consistent, a good 
adaptation to the _ conditions, perveuay 
considering that he had barely more than one fu 
day of practice with his own car. Carter’s average 
was 184.824mph. ; 

Billy Vukovich was next, just getting himself 
over the 181mph mark, then Wally Dallenbach 
came out and, with the lessons of Johncock’s four 
laps inside him the other Wildcat driver produced 
four clean laps and a speed of 184.445mph. 

Not long after, it was Rutherford’s turn, and to 
no-one’s surprise he attacked the Speedway with 
classic panache, pushing the McLaren right up to 


the very edge of what groove there was, letting it 
roll about it self and kick out high against the wall 
on the ex from the turns. A brea ing show. 


Fastest rookie: Vern Schuppan raised a few eyebrows with the Jorgensen Eagle. ‘ 


Sure enough, he was faster than Johncock, not by 


much, but it was enough: 188.957mph, or just 
under half a second over the four laps. 

Like Johncock, Rutherford’s laps were pro- 
gressively slower and he later said that he once 
came very close to losing it. McLaren’s Tyler 
Alexander said that the team had quite a soul- 


searching session trying to decide whether or not . 


to change the car for the “looser” track. The 
driver had wanted to change the car, he said, and 
he wanted to leave it alone. Ultimately they stuck 
to Tyler’s thoughts. ‘‘And I was wrong,” he 
shrugged. ‘‘Last year it was the other way 
around. I wanted to change the car, and we did, 
and I was wrong then as well...” 

About 20 minutes later, it was Foyt’s 
turn, his little orange wedge sang into its 
first lap crisply, its V8 humming a sharp note 
around the Speedway. But on the second lap you 
could see A. J. sawing at the wheel as the 
Coyote’s tail wavered loosely. Sure enough, he too 
was in trouble, and his second lap was slower than 
his first. His third was slower yet, and his last lap 
was more than a second (or nearly 5mph) off his 
first. Foyt cruised around on his cool-down la 
and, as he did so his speed was announced to all: 
185.261mph. Oh, oh, he’s not going to be pleased. . 

As A.J. climbed from his cockpit and the man 
with the microphone moved forward for the 
traditional, post-qualifying interview, you could 
see it coming. What went wrong A.J.? “The damn 
thing wasn’t handling. If youda had your eyes 
open you woulda seen it.’’ Then he paused, pulled 


- in his chest and added, ‘This is a disgrace to me, 


my car and my team. If it’s like this on race day 
I'll park it.”” Make no mistake, A. J. Foyt doesn’t 
mess about. Not at all. 

As Foyt was showing his disgust, Tom Sneva 
went out for his four laps with the Penske 
McLaren. It was a good effort, not a scintillating, 
Rutherford-style charge, but a good, hard run 
nevertheless, which ended with a growing “push”’ 
and a slight loss of speed at the very end. The 
average was 186.355mph, good enough for the 
first two rows for sure. <j 

By then it was all down to one more man. Of 
those left, only Al Unser had shown the kind of 
speed to challenge the best laps already logged, 
and many people were of the opinion that he was 
the man to do it: an exceptionally smooth, precise 
driver in a car which seemed to suit him perfectly. 
It looked interesting. 

Like McLarens, the Parnelli team too had a 
deep, searching discussion as to whether to 
change the car or not. Unlike McLarens, they had 
decided to change. And in their case, so the story 
goes, it was a mistake! ‘I knew I was wrong as 
soon as I went into the first turn on my first lap,”’ 
Unser said later in between cursing himself. “I 
knew I couldn’t reach out and lift up that wing, so 
I just tried to drive as high in the groove as I 
could, tryin’ to get rid of the push.” At that he 
must have done a good job. His consistency on 
the day was peerless, but his speed of 186.258mph 
wasn’t enough: it left him back on the second row. 

In the remaining half-hour of the first day’s 
qualifying, five cars went out, but none of them 
attempted full runs and Saturday énded with only 
nine cars qualified. Eight cars remained in line 
with a chance to make a run for the pole on the 
morrow, and one of those cars was the second 
Parnelli-Cosworth. Of all the drivers Al Unser had 
a second chance. He would be able to run the car 
the following morning and decide if he wanted to 


ee s.r eS 
not make a second attempt. He cogil mot make e 
— —— in the ey car and then take the 
aster speed. It was the beginnmgs of 2 very 
calculated risk which the Parnelli team pitched 
into as they went over their second machime that 
evening, fitting it also with a cockpit controlled 
weight-jacker. 

But Sunday morning’s practice ruined their last 
hopes. First the clutch played up, then a water 
core plug blew out, so Al wasn’t able to get in any 
unk laps with the car. They were forced to with- 

aw their planned attempt, leaving Rutherford 
safely on the pole from Johncock and Sneva. 

That afternoon a good number of the remaining 
cars were able to make qualifying runs, with two 
of the leftovers from Saturday, Jim McElreath 
and Gary Bettenhausen, filling out the ‘‘first 
day” qualifiers to 11 in number and the rest 
adding themselves on behind. Roger McCluske 
was the first fast runner from the “second day”, 
returning an average of 186.500mph with his 
Hopkins for his most competitive eppeanciits at 
the Pree way in half a dozen years. Right behind 
him, Bobby Unser tried again, this time managing 
a full run with his modified Eagle which he 
described as being ‘faster in the turns and slower 
down the straights.” Bobby’s 187.520mph 


. average stood as the best time of the day until 


almost the very end, when Mike Mosley came out 
and returned an exceptionally clean effort with 
the Sugaripe Prune Eagle at 187.588mph which, 
although ranking him only 12th on the grid, was 
the third best time of the first weekend. 

Despite having only a minimum of practice, 
Vern Schuppan decided to try to qualify the 
second Jorgensen Eagle on Sunday and after one 
abortive effort (an out-of-round tyre was the 
culprit) Vern came back late in the day for an 
impressive run at just over 182mph. That placed- 
him as the fastest rookie in the field so far and 
surprised many of the Speedway cronies who 
couldn’t believe he had absolutely no previous 
oval-track experience, particularly when Gurney’s 
chief mechanic Jerry Eisert revealed that the 
engine in the car had more than 1200 miles on it. 
Finding himself more and more intrigued by this 
oval business, Schuppan talked animatedly in his 
own, slow Australian way about his day. ‘‘The big 
thing you’re up against here,” he said, “is all 
these guys have gone round and round here so 
often that they seem to be able to relax at ten- 
tenths while I’ve had to work up pretty fast. And 
it’s hard to find that limit if you’re used to doing 
it, by chucking the car about, because you can 
have big shunt if you do that here. There’s a big 
psychological barrier to go through in not using 


- the brakes, but once you’ve done it right it’s much 


easier.” 

Among those who must qualify next weekend 
are David Hobbs, who has thus far managed 
fewer than half a dozen laps in a car which’ 
inspires very little confidence; Janet Guthrie, who 
has yet to complete her rookie test; and Jerry 
Grant, whose AMC engine, having certainly 
shown some potential, still needs more track time. 
And, of course Mario Andretti has to return to 
the midst of Indiana for his own demonstration in 
the Penske CAM2 McLaren. 

For the rest, well, as Tyler Alexander says, 
‘“‘Now we've got two damn weeks at this awful 
place before the race. It’s ridiculous, isn’t it?” 


INDIANAPOLIS 500 


Saturday qualifiers: 


Johnny Rutherford (McLaren-Offy 16E).............188.957mph 
Gordon Johncock (Wildcat-Offy Mk2)............... 188.531mph 
Tom Sneva (McLaren-Offy MI6C/D)................ 186.355mph 
Al Unser (ParnellitCosworth DFX VPJ6B).........-. 186.258mph 
A.J.Foyt (Coyote-Foyt/Ford 75)..............2005. 185.261mph 
Pancho Carter (Eagle-Offy 74) ...................184.824mph 
Wally Dallenbach (Wildcat-Offy Mk2)............... 184.445mph 
Gary Bettanhausen (Eagle-Offy 73)................ 181.791mph 
Bill Vukovich (Eagle-Offy 75). 

Larry Cannon (Eagie-Offy 73)...............000005 181.388mph 
Jim McElreath (Eagle-Offy 72) ..............--.... 179.122mph 


Sunday qualifiers 


Mike Mosley (Eagle-Offy 74). .......... 0.0... e cease 187.588mph 
Bobby Unser (Eagle-Offy 74)..........-....02-0055 187.520mph 
Roger McCluskey (Hopkins-Offy 76)................ 186.500mph 
Johnny Parsons (Eagle-Offy 73) ...............00.. 182.843mph 
John Martin (Dragon-Offy 76)............... 00008. 182.417mph 
Dick Simon (Vollstedt-Offy 73) ..............000005 182.343mph 
Vern Schuippan (Eagle-Offy 74)*............... *,...182.011mph 
Bill Puterbaugh (Eagle-Offy 74) ................... 182.002mph 
Bill Simpson (Eagte-Offy 73)...................00. 180.406mph 
Bobby Olivero (Eagle-Offy 73)*............... 1... 180.288mph 
Jan Operman (Eagle-Offy 72). ..............------ 180.045mph 
Tom Bigelow (Eagie-Offy 74). .........-.-.-------- 179.991mph 
*denotes rookie 
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Klomfass inherited the lead at Brandkop after Scheckter had an engine problem. 


BRANDKOP 


Klomfass narrows gap 


The fifth round of the Philips Atlantic 
championship at Brandkop, South Africa became 
another runaway win, this time for Roy Klomfass. 
Klomfass was always the man of the race, even 
when Ian Scheckter was leading in his March, for 
he was way back in fifth place at the start, closed 
up to second and was closing on the leading 

arch when Scheckter’s engine cut out 
completely. The focus of the race went then from 
Klomfass’ pursuit to a big dice for third place 
behind Dave Charlton’s Modus. The protagonists 
were Guy Tunmer, Basil van Rooyen and Nols 
Nieman. Tunmer’s engine cut out which left van 
Rooyen and Nieman, the latter right up van 
Rooyen’s gearbox. This state of affairs was soon 
resolved when van Rooyen braked severely and 
early for the hairpin and Nieman went skittering 
down the road with the brakes locked. And that 
was that, a runaway win for Klomfass, but one of 
the main problems of the series reared its ugly 
head, and that is that there are just not enough 
cars about. 


NTRY AND PRACTICE 
this fifth round of the Philips Carsound 
Aftlentic series, the field moved to the Brandko 
Grcuit at Bloemfontein, a tight neat little trac 
with the most willing organisers when big time 


sport hits the circuit just once in the year. 

Sadly though, big time sport failed to produce, 
numerically, the field that it might have, and 
when transporters had disgorged their loads, 
there were just ten cars. Biggest disappointment 
was the non-appearance of the BIC-South Coast 
Motors Chevron usually driven by Tony Martin. 
Martin had fallen off his off-road bike the 
previous weekend and broken a leg which may 
mean that he’ll be out of racing for three months. 
In the meantime, the Chevron is up for sale. 
Othere non-arrivals included e three 
Rhodesians, John Amm, Fred Goddard and Gary 
Ainscough, the latter still without sponsorship, 
while another with the same problem was Andre 
Verwey. Just one Domingo turned up, Joe, as 
Mike wasn’t happy with mods made to his 
Modus and cousin Alan was short of engines. 
Those were the non-arrivals, so who did turn up? 

Well, there were enough days in which to get 


sorted on the circuit, both Thursday and Frida 


being devoted to unofficial practice, wit 
Saturday being for official times. In the three 
days, Ian Scheckter’s times dropped from the 1m 
15s mark to final pole at 1m 13.1s on the 
Saturday, lapping a second off each day with the 
Lexington March. 
Beside him on the grid was Roy Klomfass in the 
Team Gunston Ralt on 1m 13.5s, although 


Booysen (Chevron) leads Nieman’s Wheatcroft and Gibbs's Chevron early on. 
— Pe 


quicker, so there was hope of a good batthe 
Klomfass’ Rak benefitted from 2 new Swindon 
BDA while the front suspension had also been 
changed to achieve a static roll centre. 

Dave Chariton was third quickest on 1m 14.7s, 
—. a big gap here. Chariton spent the whole of 

e first day im the pits after his new Josef Witter- 
built engine rev bugs and was replaced by 
the Nicholson engine used at Hesketh. Van 
Rooyen was a whole 0.7s further back again after 
clutch problems with his team Wrangler Chevron 
834, although the car has been changed consider- 
ably in terms of aerodynamics with adjustable air 
intake flaps, a new cold air box and a stronger 
wing stay. 

Guy Tunmer, John Gibb and Nols Nieman were 
all around the mid-fifteens with van Rooyen. 
Tunmer was on 15.5s with Gibb, both in Chevrons 
and neither with any particular problem. Nieman, 
who has the Alex Blignaut-run Wheatcrofts was 
just 0.1s slower, but had benefitted a lot from 
Dave Charlton’s sorting of the car the previous 
day which meant that Nieman’s driving was a lot 
smoother now. ‘ 

The final vaguely competitive runner was Len 
Booysen on 1m 16.4s, once again in a Chevron, 
whose B24 models filled the back row of the grid 
with the cars for Mike Fogg and Joe Domingo on 
1m 20.7s and 1m 24.8s respectively. 


RACE 


_ The feature of the opening laps was a superb start 
by Ian Scheckter and his immediate domination 
of the race. At the hairpin, halfway round lap one, 
Ian already had a one second lead over Basil van 
Rooyen, Dave Charlton a little further back and 
then Tunmer and Klomfass. By lap two, that lead 
was up to 2.2s over van Rooyen, a further 1.1s 
ahead of Charlton while Klomfass was lookin 
hard at Tunmer and further back, Booysen | 
Gibb who had got by Nieman although they were 
locked in mortal combat. 

Then Scheckter’s lead was up to four seconds 
and van Rooyen had a further half second on 
Charlton — it was beginning to look like a dreary 
race. Until Tunmer’s engine faltered that is, and 
Klomfass was through, followed by Booysen, 
Nieman and Gibb. This gave Klomfass the 
impetus needed. By lap five, he was up with 
Charlton and the two of them closed on van 
Rooyen, Klomfass nipping by as they approached 
the Clubhouse righthander. But this time, Roy 
had problems in that the Ralt was quickest 
through the bends, but van Rooyen’s Chevron 
would fly down the straights. But Klomfass was 
the master of the situation and nipped through 
under braking for a fast right hander and into 
second place. 

At this stage then, Scheckter had 10.5s over 
Klomfass then Charlton and van Rooyen, with a 
further gap of eight seconds to Booysen, Gibb, 
Nieman who were being joined by Tunmer. 

But all the attention was at the front. Klomfass 
was chewing away at Scheckter’s lead, shaving 
the fractions away. By lap 18, Klomfass had cut 
the gap to 7.5s and was 12.7s away from van 

_ Rooyen who had Charlton Hight with him. The 
fourth place battle consisted of Nieman and Gibb, 
with Tunmer closing after Booysen spun with 
handling problems. 

Then Klomfass was out on his own with a 15s 
lead. Scheckter’s engine had just died on him, and 
the guts of an exciting race trailed into the pits. A 
banjo union to the Webers had come loose which 
caused the cutting out. Two laps later, Charlton 
was past van Rooyen and even though he made no 
impression on the Ralt, he pulled away from Basil. 
At the halfway stage in fact, Klomfass had a 
further 1.5s over Charlton, who in turn had 6s 
ahead on van Rooyen, while two seconds further 
back Niemen was making efforts to close on the 
Wrangler car. In turn, Tunmer had closed to 2.5s 
on the Wheatcroft, having slipped past a spinning 
Gibb at the hairpin. 

The van Rooyen/Nieman/Tunmer dice was the 
dice of the moment, with Nieman in particular 
trying all he could and using all the road and more 
which rather bombarded Tunmer with rocks but 
then the Chevron cut out at the hairpin and his 
pursuit was over. Then the pair in front had their 
altercation too, Basil van Rooyen braking early 
for the Hairpin which caught Nieman unawares 
and sent him smoking down the outside of the 
bend. That gave van Rooyen the cushion he 
needed, and the race ran out with Klomfass 25s 
ahead of Charlton’s Modus who was im turn 9.5s 
up on van Rooyen. Nieman was 3.4s down on van 
Rooyen after the braking incident while Booysen 
and Gibb were a further 22s down, Booysen just 
bing to get by Gibb in a last minute do-or-die 

ort. 


ALAN WILSON 
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Tony Fowkes — determined : 


Tony’s Merc 


Tony Fowkes in a Mercedes Benz on 
the Texaco Tour of Britain?! Surely 
not? Well it’s true, Tony is to drive 
the white automatic transmission 
350 SL which Jonathan Ashman has 


Bone! driven on outings in the 
ean and on the Mintex. The idea 
which was eee mooted by 
Jonathon after the RAC last year (he 
is a close friend of Tony’s) had 
apparently been met with great en- 
thusiasm by the Concessionnaires 
and it is hoped that a 450 engine can 
be fitted to the car in time for the 
Tour. Tony is_ thoroughly eager 
forward to the experience an 
promises to put in a really deter- 
mined drive in the car (have any of 
his drives been anything else?). Cer- 
tainly the spectacle of the car totally 
crossed up on the circuits and stages 
should be most entertaining and the 
Mercedes may be entered under 
Sanyo colours, although some 
assistance is ‘being given by the 
Mercedes (GB) operation. 

Meanwhile some speculation sur- 
rounds the (yet to be named) GP 
driver who is to drive the fourth 
works RS2000. ee hed con- 
tractual complications, the short list 
seems to have narrowed to either 
Gunnar Nilsson or Jody Scheckter, 
both of whom are ver 
Bae Surely Stuart Turner will 
not be able to resist the temptation 
to put another Scandinavian into his 
team?! But can Mr Nilsson get per- 
mission from BMW to compete in a 
Ford saloon for three days? Watch 
this space for more shock drama 
news.... 

Entries for the Texaco Tour are 
Be rerently coming in steadily al- 

ough the list is by no means full at 

resent. We hear that Finns Kelle 

oller and Kyosti Hamalainen (who 
were over on the Welsh) will be 
returning to do battle, and with two 
works olomites opposing the 
Fords, an exciting and entertaining 
three days should bea certainty. 


SEAT plans 


Antonio Zanini and his team-mate 
Canellas are to compete on the 
Criterium Alpin (ECR coefficient 3) 
in a week’s time as part of a three 
rally programme which will take 
them to Poland and the 24 hours of 
Ypres. Should things go well for the 
two Spaniards, who are already prac- 
ising in the Cote d’Azur, then it 
seems conceivable that SEAT will 
consider entering ot rounds, 
ina bid tosecureth i 


. the 


keen to- 


‘Scottish Rally: Haugland 


moves up, Coleman out 


Including 11 Landrovers, The Royal 
Scottish Automobile Club received 
148 entries for the Scottish before 
list closed recently. They 
received a further 12 _ entries, 
(including that of John Taylor) which 
will have to be classed as reserves. 
These would-be entrants will not get 
a place unless there are the usual 
number of withdrawals. This system 
of seeding led the club into a 
quandary last week however for at 
number two, Thomas Motors have 
withdrawn their entry for Billy 
Coleman/Dan O’Sullivan, and at the 
time that this news broke. John 
Haugland was the power reserve 
with the Skoda(GB) entered 130S 
lightweight coupé. (Will it really 
make its long-awaited debut this 
time?) Thus John starts at number 
two in Sone of Billy. Presumably 
there will be room for the other John 
near the top, as unless something 
miraculous occurs and _ another 
Stratos emanates from Italy for the 
Ly nea Flag, Per Inge 
Wal 

number five slot with the Lancia. 

Meanwhile other late entrants 
such as the Lloyds of Stafford 
RS2000 for Ronnie McCartney have 
scraped in where places can be found 
for them — Ronnie is currently 
seeded at number 106... but things 
may be altered when other entrants 
officially withdraw. One doubtful 
starter at the moment seems to be 
Ian Gemmell at 35 with -his new 
RS2000 entered by Maconochies of 
Kilmarnock (the former Chrysler 
dealers have recently altered their 
allegiance to FoMoCo) as we under- 
stand that Ian is still awaiting 
delivery of the standard car. 

Thomas Motors’ surprise witb- 
drawal came after their close inspec- 
tion of Billy’s RS1800 after the 
Welsh. It was decided that the shell 
was so badly worn and damaged 
internally that a re-shellng job 
would be the only answer and that a 
more realistic date for completion of 
the work would be in time for the 


ridsson will not be taking up the. 


"International Donegal Rally rather 


than for the Scottish. The plan is 
thus to rebuild Billy’s car as a 
tarmac specification machine in time 
for Donegal and perhaps at a later 
date build another car for the 


forests, although this seemed rather | 


unlikely at the time of going to press, 
as it is generally felt that the tarmac 
specification can be tapid’y con- 
verted to forestry application 
without too many tears. As Paul 
Dennison said to us on Monday — 


“to build up two cars in four or five 


weeks is virtually impossible so 
we're concentrating on Donegal 
because we think that Billy can win 
this one for us.” Certainly Billy’s 
exemplary performances in Ireland 
this year would seem to bear out this 
statement and the news must come 
as a great boost to his many 
supporters over there who had 
hoped, along with Ford (Cork) to see 
him in the Roger Clark Monte car 
once again. This latter car, having 
been used extensively at Bagshot for 
general testing purposes, is now 
employed as Roger’s Morocco recce 
car. 


Billy Coleman — tarmac RS18 


Cars certainly come in rg some punishment on Clubmen’s rallies. This picture 


of Tony Ford/Gordon 


aker taken on the East Anglian Stages recently gives 


some ideas of conditions which are widely regarded as commonplace. The 
rally, which took place on 2nd May, was won by Dave Wallis/Peter Mayhew, 
12 seconds ahead of Tony Ford. 


edited by Peter Newton 


Three Stratos 
for Acropolis 


According to Mario Mannucci who 
has just returned home from his 
recce in Greece for the Alitalia 
Lancia team, the Acropolis at the 
end of the month will be “tougher 
than the Safari.”” According to an 
entry list received from the Auto- 
mobile and Touring Club of Greece 
(ELPA) the Alitalia team will consist 
of three cars for Pinto/Bernacchini 
(7); Waldegaard/Thorzelius (3) and 
Pregliasco/Garzoglio (11); appar- 
ently Munari is to stand down for 
this event? The Lancias have been 
fitted with anti-static interior 
devices for the first time recently. 

There are in addition three Euro 
Handler Team Kadetts for Walter 
Rohrl who starts at number one after 
his victory last year in an Asconaj 
Rauno Aaltonen (12), and local driver 
Pesmazoglou (17). Two Alpines are 
entered under the Citanes banner for 
Bob Neyret (10) and Jean Ragnotti 
(16) the latter competing with an 
A310. Other leading entries include 
three Toyotas, two Celicas for Ove 
Andersson (2), Warmbold (9), and a 
1600 Corolla for Mikkola (6). There is 
also a Datsun for Mehta at number 
five which is being co-driven by 
Henry Liddon. Harry Kallstrom has 
a second car at number 14; both are 
710s (two door SSS 16-valve cars). 
Therally starts on Sunday, 30 May. 

British crews present include: 
Keith Bilows/Don Davidson in their 
RS1600 at 18 and Bil Taylor/Ian 
MclIver at 20 in their sim car. 
Entries number 144. 


Jim Clark regs 


Regulations are now available for the 
Northumbrian MC organised Jim 
Clark Memorial Rally which is again 
being in ae by Lowland Tyres 
of Edinburgh. Entries secretary to 
whom applications should be made . 
(SAE please) is Graham Bellamy, 26 
Woodend, Brunton Bridge, 
Newcastle NE13 7AW. Clerk of the 
Course this year is Denis Bowes and 
secretary of the meeting is Derek 
Wood. The rally follows its usual 
format with 145 miles (21 stages) of 
competitive metoring on both the 
Otterburn Ranges and in Keilder 
Forest within the 290 mile route. The 
rally is of course a counter in the 
RAC, The Scotsman and_ the 
ANECCC championships and will 
again be based in Duns: Entry fee is 
£32.50 and the dateis 3rd/4th July. 


Out with the old © 


Mike Rawson, a strong contender on 
Castrol/AUTOSPORT rounds _ this 
year, who has been driving the 
Stockshill/St Nicholas Hotel Opel 
Kadett so well recently, is entering 
his old Ascona on the Scottish. The 
reason for wheeling out the old 
veteran again is the proximity of the 
International Donegal Rally where 
Mike is planning to campaign the 
suitably tarmac-convert adett. 
The Ascona is certainly not as quick 
as the Kadett but at least it qualifi 

for the Be dew op the a so 
there is the possisbility of a good 
class win. Mikeis > 


Russell Close brought the Motor Centre G2 RS1800 home victorio 


BF oy me 


Everyon 


Russell Close won his second minor 
rally of the year on Sunday when he 
dominated the Allerdale Derwent 
Stages in the Lake District. The 
rally, run by the Workington and 
District MC was being observed for 
Ae to national status by the 
C and it appears that the rally 
certainly came up to scratch in most 
major departments. 
here were 21 stages in all, in- 
cluding visits to seven forests 
(Setmurthy, Wythop and Ennerdale 
among them) and Russell had life 
made easier for him at the start (al 
though he was ill for the entire week- 
end with food poisoning) by the fact 
that Robin Farrington arrived late 
and only completed three morning 
stages before disappearing, while 
ase Beever did not turn up at all 
s to engine problems. The 
greatest threat to the expected Close 


r 


Danielsson returns 


Bror Danielsson, who did so well 
on the ee last aaa a be 
eee 8 1 Opel Kadett. to 
the ttish. The car (assisted by 
DOT Sweden) has already won its 
first rally at the weekend when 
Danielsson won the High Chapparal 
Rally, 2 Swedish national event. 
which boasted over 200 of Sweden's 
kedng drivers. 


e said that it was the short wheelbase 
always the undoing of Anglias as rally cars... William Rutherford/Hugo 
Kennedy persevere nonetheless. Second overall was the result. 


Close win on Derwent © 


a BS a 


and narrow track which was 


victory came from last year’s winner 
Bill Lymburn who was running a 
close second to Russell before 
picking up two maximums in-the 
afternoon on account of his runni 
through the stages while over his 
maximum lateness. Russell himself 
did not have an entirely trouble free 
day for he lost a minute in Lowther 
Park on an uphill hairpin rae Sa to 
find traction, and on an airfield at 
Kirkbridge he misjudged a corner 
and swiped a hefty post which was. 
set in concrete. The RS1800 came off 
pe acing worse for the encounter. 
Gerry Braithwaite, the Croft rally- 
cross championship who has _ very 
recently turned his hand to rallying, 
finished sixth in a G1 RS2000. 

1, Russell Close/John Dolan 
(RS1800) 2736 penalties; 2, William 
Rutherford/H. Kennedy (Ford 
Anglia) 2791; 3, Robin Murray/ 
Stuart Turnbull (Firenza) 2815. 


Mike Broad has drawn up another 
package deal tour to Finland for the 
1000 Lakes in August. The inclusive 
cost for the seven day trip, including 
all necessary transportation is £189 
and the dates are August 25th to 
September 1st inclusive. Details 
from Mike Broad, Broads Travel 
Service Ltd, 4 Trinity Shopping 


Centre, Cradley 
Heath, Warley, West Midlands. 
Telephone Bradley Heath 66700. 


Paul puts his 
foot init... . 


While a Ford Anglia finished second — 


on a British event at the weekend, 
Robert McBurney was in the provers 
of taking his latest VW/Porsche (now 
with a 2.7 litre engine) to victory on 


an Irish stage event. The second. 


round of the Belfast Esesreph 
special stage championship, the 
Permapost Rally 
Ballycassidy Saw Mills and run by 
Enniskillen MC, was a great success 
and much of this was due to the un- 
stinting work put in both on the day 
and prior to the rally by Clerk of the 
Course Austin Frazer who went to 


Robert Mc urney 2.7 litre VW. 


eat lengths to make sure that 
Setails were correct. The event used 
some 40 miles of the finest and 
smoothest stages available in 
Northern Ireland -and most of the 


-forests had not been used for some 


four or five years. There were 11 
stages in all and the 150 mile route 
circled the lower shores of Lough 
Erne. : 

The story of the day concerned 
Paul Martin who will be remembered 


-by English spectators for his in- 
uent 


over here for 


soonsored by . 


stage at Castle Archdale (which had 
the second time 


chopped 
around). The oO altered the 
route ety on the re-run, 
and perhaps Paul was following the 
ruts rather than the arrows, for he 
took a wrong turn and lost enough 
time ing on the right track 
to e overhauled by -Robert 
McBurney — just two seconds was 
the margin of victory. The entire 
event was a very close affair and at 
the finish just 29 seconds separated 
the first five crews. 

Most of the ln ee were prime 

forestry, but one of the early tests, 
Ely Lodge, consisted of two miles of 
very slippery going over a surface 
strewn with leaf mould which made 
life difficult for a_ number of com- 
petitors including Hugh O’Brian who 
hit a tree. David Agnew also ground 
to a halt in the stage, although with 
suspected mechanical failure. The 
day was very wet.and some com- 
petitors were of the opinion that the 
stage surfaces were far less 
treacherous than the link sections 
themselves. David Lindsay finished 
third, maintaining his lead in the 
championship, while Dessie 
McCartney brought his Porsche 
home fourth after an off just beyond 
the flying finish of the seventh stage 
which ended on a deceptive crest. 
Dessie however lost no time as a 
result of theincident. Brother Ronnie 
finished just behind the Carrera in 
his Lloyds of Stafford RS2000 and 
comfortably took the G1 prize, while 
Cahal Curley finished sixth in the ex- 
John McAlorum BMW 2002 after an 
exciting rally spent grappling with 
the chronic disadvantage of almost 
no brakes. 
1, Robert McBurney/Norman Smith 
(Volkswagen/Porsche 2.7) 49.10 
penalties; 2, Paul Martin/John 
Hunter (RS1600). 49.12; 3, David 
Lindsay/David Sandford 49.15; 4, 
Dessie McCartney/Terry Harryman 
(Porsche Carrera) 49.20; 5, Ronnie 
McCartney/Derek Smyth (RS2000 
49.39; 6 ahal Curley/Drex 


Gillespie (BMW 2002) 50.11. 


Paul Martin — booted out. 


Cahel Cutiey — ae Sake aaa 


Mintex. 


It was certainly a good sight while it lasted; the Stratos in action on the 


Chequered Flag statement 


Graham Warner issued a statement 
last pesery, to ee ae about the 
Chequered Flag rally 
contents are as follows: “I would like 
to express my heartfelt thanks tothe 
ee ors who extracted Per and 
ohn Jensen from the blazing wreck 
of our Stratos and to the competitors 
including Roger Clark who stopped 
on the stage to enquire about the 
crew. We at the Chequered Flag have 
been overwhelmed with letters and 
messages of sympathy from other 
teams and enthusiasts all over the 


Briefly... 


@ We hear that the Motor Centre, 


ee of Russell Close’s G2 
1800, are currently interested in 
Becnasing another car to allow 
sell to compete on local events 
while at the same time saving the G2 
car for RAC and _ international 
rounds where of course the G2 class 
is the objective. The vehicle cur- 
rently being hunted will probably 
turn out to bean ex-works Mk1. 


@ We have recently been informed of 
the change of address of the entries 
secretary for the Lindholme MC’s 
Charlesworth Impel ’76 Stages 
Rally. Address is now Don Axon 
Esq, Elm Crest, York Rd, Skellow, 
Doncaster. Telephone: Adwick-le- 
Street 2523. 
a lations have now _ ben 
available for some time for the 24 
hours of Ypres, which takes place 
between the 25/27th June. Entry list 
is still open until the 28th of this 
month, however, and can be secured 
from Frans Thevelin, Frenchlaan 
2.8900 Teper, Belgium. The rally is 
an ECR qualifier (coefficient 3). 

®@ The entry list for the Bath Festi- 
val Stages (19/20 June) is now full, 
but the organisers would welcome 
any assistance from marshals on the 
event. Anyone interested should 
write to Geoff Sutton, 79 Hawke 
ridge Road, Westbury, Wilts. 


team — its. 


country. Far too many to be 
answered individually. We are used 
to rebuilding the Stratos after 
accidents but this time there is 
nothing left to rebuild. If the Lancia 
Competitions department cannot 
meet our requests to make available 
a replacement car then our Lancia 
rally team is no more. We hope we 
have brought extra a betel and 
excitement to both rally spectators 
and Lancia enthusiasts throughout 
the UK.” 
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John Eaton scores again 


The Morecambe CC (well known for 
their running of the Illuminations 
Rally) held their Pye Motors Stages 
rally on last Saturday. The event 
provided a win for John Eaton, 
enabling -him to climb onto level 
pegain with the leaders of the 

irelli/7riple C rally championship. 
The rally, based on Morecambe 
made no secret of the fact that it had 
little or nothing to offer in terms of 
forestry miles, and within a 30 mile 
radius of the town there is indeed 
little to choose from. The second 


stage of the rally started on the 


promenade and used some of More- 
cambe beach (fortunately at low 
tide!) including a stage route under 
the pier etc. ... 

The longest test in this 22 stage 
rally was a 2} minute airfield thrash, 
but all the others were driveable in 
under a minute of elapsed time. 
Thirteen venues were used in all 
including two slag heaps — the stage 
names did not mince words either. 
The lunch halt on this wet, blustery 
day was at the disused army camp at 
Flookburgh. 


Even though John Llhoyd hit a 
bridge and ended up 56th overall (he 
experienced further problems after 
the bridge episode because the 
offending stage was later scrubbed) 
he still remains the leader of the 
championshi with 18 ints; 
although both John Eaton and Tony 
Worswick share the same points 
total. The latter did well to finish 
fourth in a TwinCam 1600cc car. 
Mike Chapman was lying third or 
fourth at the Ag Sees of the last 
stage, but on the second to last 
corner, a hairpin, he _ rolled 
spectacularly, losing several minutes 
and a bodyshell in the process before 
his car was righted by spectators. 
Robin Farrington meanwhile lost 
second place after lunch when a 
wheel feel off on airfield stage. 


1, John Eaton/Graham Hall 
(RS1600) 1521 penalties; 2, Stephen 
Reed/John Goodman (RS1600) 1533; 


3, Peter Edwards/Gordon Capstick 
(RS1600) 1533. (The tie decider 
between these two latter drivers was 
declared to be the first stage which 
traversed a cart track.) 


John Eaton on the beach at Morecambe; he finished 12 seconds ahead of 


y “Zar 


Surely one of the most bizarre stage venues recently—“‘flat left under the pier 


into the sea...” The second stage of the Pye Motors Stages boasted “open air 
dancing... Skating... Bar and cafe...” 


om 


Stephen Reed after being 18 seconds up at lunch. 
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Strong entry 
for Donegal 


Paul Faulkner is among a number of 
British entries heading for Donegal 
in June. David Stokes, George Hill, 
John Cross, John Taylor, Mike 
Rawson and John Crabtree are 
among otker British eniries. 
Faulkner’s new car is currently 
nearing completion, and he will be 
giving “1 a shakedown on the 
tts 
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LAST YEAR, I moved house, to Dorking, in 
Surrey. I like the place a lot.- In fact, the only 
thing about the area which agitates me is a garage 
which I have to pass every morning and evening. 
An altogether unremarkable edifice, this garage. 
When I moved there, it was a Chrysler dealership, 
and when I saw it, my emotions were mixed. One, 
I felt mad, as I always do when I see a Chrysler 
dealership, that it was there at all, and that you 
and I were pppiis in our pockets to subsidize the 
cunning of “Flamethrower” Riccardo and the 
unparalleled lunacy of Anthony Wedgwood 
Benn, the’ celebrated wealthy Socialist person. 
And two, I felt sad that a building frem which 
came so much greatness was now a true symbol of 
the seventies, a Temple to Mediocrity. ; 

For this, good people, was once the dwelling 
place of Rob Walker’s racing team. Fifteen years 
ago, those workshops housed various Grand Prix 
cars, all painted in the legendary dark blue with 
white noseband, and all driven by the equally 
legendary Stirling Moss, at that time unquestion- 
ably The Man. After Stirling’s accident, various 
people drove for Rob. At Zeltweg, in 1964, a 
young Austrian was given his first Formula 1 
drive, in Walker’s Brabham. Jochen Rindt, that’ 
was. And there were others, too. . . . Maurice 
Trintignant, coming to the end-of his career. . ... 
Jo Bonnier, who got himself together some days,. 
not others. ... Ricardo Rodriguez, who died in 
Walker’s Lotus 24 in Mexico at the end of 1962 
... And there was Joseph Siffert, who put the 
Walker team back into the winner’s circle, after 
seven long years away from it. 


Remember those days of the dark blue Lotus 49. 


and the red-and-white open-face Bruco? The last 
of the late brakers. t 

Siffert’s association with that garage and with 
Rob Walker began in 1965, but the story of his 
racing career goes back way beyond that. More 
than any other race driver of recent times, Seppi 
really had to fight to make it, and the road was 
long and hard. 

He was born in Fribourg, Switzerland, in 1936, 
and his family was poor. Not poor in the modern 
Scanlon idiom, but in the sense that they fre- 
quently went short of food. Seppi hated school. 
and spent his formative years perfecting the art 
of doing deals, swapping, trading and nearly 
always getting the better of the exchange. It was 


born of desperation, but it stood him in good_ 


stead for his later life, and he never forgot it. 

After leaving school, Siffert worked as a mech- 
enic, by now besotted with cars. He had been to 
Bremgarten in 1954, had seen Fangio, Moss, 
Astari, Gonzales et al in the last Swiss Grand 
Prix ever run, and the day had left its mark upon 
tim. There was, he decided, nothing more he could 
pessibly want from life than to be a Grand Prix 
Griver. But where and how to start? After the Le 
Mans disaster of 1955, motor racing was banned, 
in Switzerland. And Seppi’s father was im- 
placably opposed to his son’s aspirations. Motor 
rac g was no way to make a living. No, if Joseph 
Siffert were to become a race driver, he would 


The famous photograph of Siffert throwing the Walker Lotus 49 into Monaco’s Casino Square in 1969. 
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memories of Jo Siffert 
— acompetitor in the true sense 


havetogetthereonhisown. _ 

Accordingly, Seppi decided to tread a time- 
honoured path, one already followed with success 
by Ascari, Behra and others: he would start by 


racing motorcycles, and get himself known. From © 


the outset, he attracted attention. Never was he 
able to afford the latest machinery and, to com- 
pensate for the Gilera’s deficiencies, Siffert was 
on or over the limit more often than not. He took 
crazy chances, but he was obviously very quick, 
and he was getting noticed. Towards the end of 
1958, Edgar Strub, at that time one of the top 


‘three motorcycle combination riders in the world, 


was looking around for a new passenger, and he 
approached Siffert. Seppi agreed immediately. It 
was a good arrangement for him. He would ride 


_ his own bike in the 350 race and then leap onto the 


sidecar for the combination race. The partnership 
was successful in 1959, winning several races and 
winding up third in the World Championship. 


That year, Siffert also won the Swiss 350 Cham- 
pionship. But he had had enough of bikes. 

By now, Seppi had a business going, involving 
virtually anything to do with cars, be it panel- 
beating, rebuilding engines, or just buying and 
selling. By no means was he rich, but the thing 
was ticking over nicely, and he began to make 
tentative plans to buy a race car. Finally, in June 
1960, he~ took delivery of a secondhand 
Stanguellini Formula Junior car. It was not at all 
competitive, but Seppi learned a lot with it, and 
for 1961 he replaced it with a Lotus 18 and then a 
Lotus 20. Seven major FJ victories came his way 
that year, and journalists everywhere made a note 
of his name. This guy was going to amount to 
something one day. ; 
-In 1962, Siffert was again a big success in 
Formula Junior, and took part in a handful of F1 
races. At Monaco, he came face to face with the 
hard facts of life, qualifying quicker than Jo 
Bonnier, Tony Maggs and Trevor Taylor, but 
being refused a start Pease he wasn’t seeded. 

The early sixties were hard for Jo Siffert. This 
was the original shoestring operation, and every- 
thing had to be sacrificed forthe race car. Always 
the team went to prizegiving ceremonies, largely 
because there would be food there! Frequently, 
this would be the first time they had eaten since 
leaving home. Emerson Fittipaldi just wouldn’t 
understand. ... But there were chinks of light 
once in a while. At Syracuse in 1963 Seppi scored 
his first Formulal victory in the Lotus 24. Oppo- 
sition was thin, frankly, but a big hurdle was 
behind him, and he felt good. The following year, 
he felt even better. 

At Enna, in 1964, Siffert won the Mediter- 
ranean Grand Prix. Enna was, and is, one stupid 
place to go motor racing, a flat-out blind where 
driving ability counts for nothing. At Enna, you 
need a good engine and you need to be brave. 
With his Brabham-BRM, Seppi took the race and 
all the kudos was his; he was in the headlines. In 
second place, mere feet behind, was Jimmy Clark, 
at that time reigning World Champion. And a 
year later, the two of them acted out the same 
scene with exactly the same result: Siffert by a 
nose. 

By this time, Seppi was racing in the colours of 
Rob Walker, and it was the start of a long and 
always happy relationship. In 1966, at the outset 
of the 3-litre Formula 1, Rob bought a new 
Cooper- Maserati for Siffert to drive, and it was a 
disastrous year, the Swiss finishing only one race, 
the United States Grand Prix, where. he was 
fourth. Many began to wonder why Walker had so 
much faith in Seppi. After all, he was not deli- 
vering the goods. Motor racing is a cynical acti- 
vity: no one wants to know a loser. But Rob 
believed in him, and liked to go racing with him. 
Apart from anything else, the two men had 
become close friends, and Walker never went 
racing for profit. He was quietly certain that all 
would come right. All those who had seen Seppi.at 
Syracuse in 1965 agreed with him Had be mot 
been the moral winner? Had he not_ m che Waller 
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Brabham, had the beating of John Surtees and 
Jimmy Clark, in works Ferrari and Lotus respec- 
tively? No, there was nothing wrong with Siffert. 

The Cooper-Maserati was retained for 1967, but 
the team had no luck at all. Like the works cars of 
Rindt and Rodriguez, it was right out of the ball- 
park. The new Lotus 49 had appeared. Every- 
thing else was suddenly obsolete. But the year 
was not a total loss for Seppi. He had joined the 
Porsche works team, possibly the most signi- 
ficant step in his racing career. Through all the 
Formula 1 retirements and disappointments, con- 
sistent sports car success came his way. 

Throughout his career, Jo Siffert’s maxim was 
always to race as much as possible. It was an 
absolute obsession with him. He would drive any- 
thing, any time, any place. Every year he would 
arrange himself a Formula 1 ride, a sports car 
ride, as much F2 and CanAm as he could fit in, 
hillclimbs in Switzerland. ... He was a com- 

etitor. “‘I am only really happy in a racing car,” 

e would say, with total sincerity. Once into the 
big time, a typical season for Siffert would involve 
35 races or more. Whereis his like today? 

It had happened for Seppi in 1968. His 
prospects for the season were distinctly pro- 
mising. For Formula 1, he remained with the Rob 
Walker team. The old Cooper-Maserati had gone 


to the great dead car park in the sky, and to 


replace it, there was a new, Lotus 49, complete 
with Cosworth DFV. As well as that, he re-signed 
for a full season of sports car racing with Porsche, 
and the 3-litre 908 was on the way. For the first 
time, the German team would be contenders for 
outright victory every time out. 

Siffert couldn’t wait to get his hands on the 49, 
his first really competitive Grand Prix car. At 
last, the chance had come to pit himself against 
The Establishment in equal machinery. The first 
outing was to be the Race of Champions. A couple 
of days before official practice, therefore, the 
team went to Brands to shake the car down. And 
it all went horribly wrong. On his second warm-up 
lap, a combination of a greasy track and the 
“camminess” of the early DF V caught Seppi out 
at South Bank. In an instant, the glorious new 
race car was a heap of wreckage. Back in the pits, 
the Swiss, was close to tears. As the whole world 
came up to commiserate, he said nothing, merely 
pulled from his pocket a card on which he had 
written ‘“Merde Alors!”” Rob Walker, of course, 
was sad at the loss of the Lotus, but vastly 
relieved that Seppi was unhurt. The team set off 
back to Dorking with the remains of the car. 

Worse was to come. Back in the workshops, 
there was a fire. Consumed in the blaze were 
nearly forty years of motor racing memories, in- 
cluding Rob’s Delage, Delahaye, countless scrap- 
books, the Cooper-Maserati, a new DFV engine. 
For the little team, the disaster was total. But 
Walker still decided to continue, and a new Lotus 
49 was ordered. 

With the new car, Siffert was instantly com- 
petitive, but the Lotus’s reliability was lousy, and 
it was rarely running at the end of a race. In the 
meantime, however, Siffert was winning virtually 
every time out with the Porsche 908. 


For the British Grand Prix, at Brands Hatch, | 


Siffert had a new car, a Lotus 49B, completed just 
in time for practice. He was pleased with the car 


in practice, and qualified fourth. Ahead were the - 


two works Lotuses of Hill and Oliver and Amon’s 
Ferrari. Both the British drivers led the race 
before retiring, and Siffert moved into a narrow 
lead from Amon. It was half-distance. 

During the remaining forty laps, the two 
drivers were right at the limit. Rarely separated 
by more than a second, the Lotus and the Ferrari 
stormed around, everyone else history. Earlier in 
the race, Amon had passed Seppi, and it seemed 
that the New Zealander was biding his time, that 
inevitably he would go by before the end. During 
the last few laps, however, the gap began to grow. 


Amon’s rear tyres were almost down to the. 


canvas; he could challenge no more. At the finish, 
the gap was over four seconds. In the Walker pit, 
there were tears of emotion. Siffert had won his 
first Grande Epreuve, and a Rob Walker car had 
won the British Grand Prix. Even Stirling Moss 
had not done that for Rob. 
The rest of the year reverted to normal. At 
Monza, Seppi led and retired; at St. Jovite, there 
was a renewal of the Amon-Siffert rivalry, which 
ended with the retirement of both; at Mexico, the 
dark blue 49 was conclusively the quickest car on 
the circuit, leading easily until an accelerator 
cabie bolt broke. ‘After his stop, Siffert shattered 
the lap record time and again, fmishing up sixth. 
There was now no longer any doubt that 4 


_Ickx’s Mirage at the Osterreichring in 1970, the first-ever victory by a Porsche 917. 


Seppi’s best-known win? The Walker Lotus leads Amon’s Ferrari at Brands Hatch, 1968. 


%. 


Above: Siffert during his epic drive of the works Porsche 908 at the 1969 BOAC meeting. Below: Leading 
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SEPPI continued 


Siffert had reached the status of superstar.. 


Ferrari wanted him for 1969, for Formula 1 and 
for sports car racing, but once more he elected to 
stay where he was. With the Lotus 49, he took a 
third at Monaco and a second at Zandvoort. With 
the Porsche 908, now partnered by Brian 
Redman, he won everywhere. 

Do you remember the sight of Jo Siffert in a 
Porsche 908? Every race car has its limits, but in 
Siffert’s hands, the 908 never realized it. In prac- 
tice for the BOAC 1000kms in 1969, Seppi 
literally hurled that car around. It was quite terri- 
fying to witness. The 1969 Porsche 908 was one 
light race car, a mass of tiny tubes and fibreglass, 
not at all a car in which to have an accident. To 
watch Siffert that day was to watch a man with- 
out a safety net. Over a second quicker than 
anyone else, and three seconds beyond the reach 
ofany other Porsche.... __ 

Siffert on the limit was not the beautiful sight 
which one would associate with a Clark or a 
Stewart. With Seppi, it never looked easy. Watch- 
ing Jimmy, one could be lulled into the feeling 
that to be a race driver — a great race driver — 
was a thing of simplicity, no big deal at all. And 
then you saw Seppi, all locked wheels, smoking 
tyres, great dabs of throttle, lock to lock to lock, 
and you knew why Porsche didn’t call you.... 

Seppi used to get there in the end, in his own 
way. Stewart has talked of “being married to his 
race car’’; with Seppi, divorce was always at hand. 
Rarely did he jocks at one with his car, more 
usually seeming in conflict with it, bending it to 
his will. Siffert didn’t cajole, he forced. But effec- 
tive... you'd better believe it. 

Towards the end of 1969, it was all change. 
Ferrari renewed their offer. Formula 1 and sports 
cars. With the latter lay the problem. Sports cars. 
Siffert was unwilling to leave Porsche. He had 
built up a great relationship with them and was 
reluctant to let it go. BRM made him an offer. 
And then, very suddenly, onto the scene came 
March. Max and Robin had done their conjuring 
tritk; they were in business. So desperate were 
Porsche to keep Seppi that they offered to pay for 
a March ride for him. That, at least, would keep 
him away from Ferrari, hopefully. Seppi really 
wasn’t sure what to do. March, after all, was a 
new outfit, known to be short of cash. Already 
they had agreed to supply Tyrrell with cars for 
Stewart and Servoz-Gavin; already they had 
signed Chris Amon as leader of the works team. 
For Siffert, it could be the thin end of the wedge. 
And Rob Walker, naturally enough, was keen to 
keep him. 

In the end, Siffert opted to take a chance with 
March. Walker, of course,’was heartbroken, but 
folly understood that a works drive was a works 
Grive. Siffert, for his part, was equally distressed. 
The two men had been friends for a long time and, 
& fact, remained so, long after the parting of the 
ways. 

Siffert’s 1970 Grand Prix season was an unmiti- 
gated disaster. After a very competitive start to 
the season, the March 701 cars slipped from 
serious contention. Stewart and Amon gave all 
they had, but this was the year of Jochen Rindt 
and. later in the season, the two Ferraris of Ickx 


Spa: one of Seppi’s 1970 successes with the Gulf Porsche 917, partnered by Brian Redman. 
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and Regazzoni. Only rarely did Seppi figure as a 
serious contender. In Spain, he failed even to 
qualify. At Monaco, in the early sessions, he made 
no impact at all. This was the year in which every 
team-leader was granted an automatic start, and 
every number two driver had to qualify. At Monte 
Carlo, these non-seeded pilotes had their own 
qualifying session late on Saturday. Here it was 
that we saw the true class of Siffert. When it 
mattered, he could turn it on, and this day he did 
just that, chucking the bulky 701 through the 
town, setting a time of 1:24.6, exactly the same 
time as Amon had done. And Amon was on the 
front row, next to Stewart. If Seppi had turned on 
that sort of form early in practice, he would have 
been right up there on the grid.... 

Through 1970, Siffert drove a Gulf Porsche 917, 
again with Redman as co-driver. It was a good 
year, but Seppi’s position as the team’s leading 
driver was under severe threat, thanks to the 
arrival of Pedro Rodriguez. Generally, the little 
Mexican was a mite quicker. Rodriguez and 
Siffert. Odd how one tends always to bracket 
them together these days. As individuals, the two 
were not alike. Pedro’s family was rich and his 
introduction to motor racing had been painless — 
his father had paid for everything. But the racing 
qualities of Pedro and Seppi were very similar 
indeed. Both were real racers, and each deeply 
admired the ability of the other. 

In 1971, the tie-up was even closer, for Siffert 


~ left March and accepted Louis Stanley’s offer of a 


BRM drive, at the same time maintaining his 
position in the Gulf Porsche. Every sports car 
race that year was a foregone conclusion: 
Rodriguez or Siffert, always one of the two. David 
Yorke’s recollections of Siffert are interesting: 
‘Jo was an amazing person. Testing with him was 
a matter of driving the car all morning, sinking a 
couple of platefuls of goulash and a couple of 
steins of beer at lunchtime, and then driving 
again all afternoon!” Siffert’s single-mindedness 
also Sticks in Yorke’s mind: ‘“‘Once Redman came 


Monaco, the last time: holding down second p 


lace in 1971 with the P160 Yardley-BRM. 


in to hand over to Jo a lap earlier than he 
expected. In fact, he wasn’t even in the pit, but 
out the back somewhere. Anyway, he saw what 
had happened and ran through the back of the pit 
to jump over the counter. As he jumped, he 
caught his foot on the counter and went abso- 
lutely sprawling onto the road. His overalls were 
ripped and his knees torn to pieces. But he never 
even gave them a glance, merely hurled himself 
into the cockpit, and was gone.” 


Seppi liked the BRM P160 a lot, and made a 
good impression with it everywhere. At Monaco, 
in particular, he was magnificent, holding down 
second behind Stewart until his retirement. In 
July, however, everything changed. At a 
meaningless Interserie race at the Norisring, 
Pedro Rodriguez lost his life in a Ferrari 512M. 
Siffert was shattered by the news, but rose to the 
occasion superbly. BRM were now dependent on 
him alone. At Silverstone, he put the car on the 
front row, ran second to the inevitable Stewart 
and then retired. At the Nurburgring, the story 
was the same. Finally, in Austria, it all came 
right. At the top of his form, Seppi took the pole, 
and led from flag to flag, recording the fastest lap 
along the way. A thoroughly decisive victory, you 
might say, and you would be right. At Monza, he 
retired after leading, but the year came to a 
satisfactory Grand Prix conclusion with a strong 
second place to Cevert at Watkins Glen. 

On the twenty-fourth of October, there was a 
non-championship F1 race at Brands Hatch, and 
the day began perfectly. There was an end-of-term 
feeling about Brands Hatch that autumn day. The 
weather was perfect. How lucky we all were to 


‘have yet one more opportunity of seeing Grand 


Prix cars in action. In practice, Siffert’s BRM 
took the pole, but the Swiss made an awful start, 
and was way back at the end of the first lap. It 
was only a temporary situation, however, and 
while his team-mate Peter Gethin battled with 
Emerson Fittipaldi for the lead, Seppi began to 
move up through the pack, taking fourth spot on 
the twelfth lap and closing on the third man 
Stewart. | 

And then, quite suddenly, that horrible sinking 
feeling set in, that dreadful sense of apprehension 
when you know that something appalling has 
happened. Fourteen laps into a Formula 1 race, 
and here we had complete silence, with not an 
engine to be heard, not a word from the PA.... 
Into the sky, out in the country, rose a pall of 
thick, black smoke, at a race circuit the worst 
sight in the world. 

Eventually we learned that Jo Siffert’s BRM 
had unaccountably gone out of control, somer- 
saulted and exploded, and that the driver had 
died almost at once of asphyxiation. It was 
another of those days when one stands about, 
feebly asking, ‘““Why?’’. Rodriguez and Siffert. 
Both gone within three months.... 

The race in which Jo Siffert died.was his forty- 
first of the season. When it came to making a deal, 
Seppi’s childhood had left its mark. He drove a 
bard bargain, but a deal, once done, was a deal. In 
his later years, he made a great deal of money 
from his motor racing, but that was an aside, a 
bonus. To race was the thing, as often as possible, 
for its own sake, be it at Mallory Park in a 
Formula 2 Chevron or at Spa with a Porsche 917. 
The stunned silence of the Brands Hatch crowds 


‘that day showed how they felt about him Oo 
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The Black Watch. 
— By Sinclair. 
£24.95. 


A new order of accuracy. A new level of elegance. 


The Black Watch. A quartz-controlled 
electronic digital watch, which works ona 
principle totally new in the history of time- 
keeping. 


Once, the accuracy of a watch was 
controlled by the precision with which its 
mechanical parts could be made. The 
greater the precision, the greater the 
expense. A watch that justified the title 
‘accurate’ was very expensive indeed. 


True, there have been ‘digital’ watches for 
years—watches with mechanical movements 
which display figures, instead of moving © 
hands. 


True, there have been electric watches for 
years— watches which replace a mainspring 
by a battery-powered electric motor. 


But none of them resembles this new 
electronic digital watch, which uses a quartz 
crystal and integrated-circuit technology to 
control a light-up digital display. 


How the Black Watch works 

The watch runs on two cheap hearing aid 
batteries. Stimulated by the current from the 
batteries, the quartz crystal vibrates and 
produces a very precise and even micro- 
current of its own. 


The integrated circuit-a piece of silicon just 
3mm square, carrying over 2,000 transistors— 
reduces the frequency of this micro-current 


to exactly 1 cycle per second. It uses this 
signal to count non-stop through seconds, 
minutes and hours. 


If that sounds technical, think of the outcome. 
A watch with no moving parts. A watch with 
nothing to go wrong. A watch with an 
accuracy which even the most precise 
mechanical engineering can never achieve. 


Why the Black Watch is unique 

It's unique in the way it’s built. The Black 
Watch is the only watch to use a single 
integrated circuit—a circuit designed by 
Sinclair, and exclusive to Sinclair. Using just 
one circuit dramatically increases reliability. 


It’s unique because Sinclair not only 
guarantee an accuracy within a second a day 
in normal use, but replace.your watch free if 
you don’t get that accuracy. (In fact, most 
Sinclair watches do far better, at arounda 
second a week.) 


And it’s unique in its styling —a cool, black bar 
with no fussy knobs or buttons. To tell the 
time, you simply touch the case, and the 
display lights up to give you hours and 
minutes, or minutes and seconds. 


Setit...forget it 

The Black Watch runs on two readily- 
available batteries. The first set is supplied 
with the watch. Replacements -— which cost 
about 30p a set—are easy to fit for yourself. 


Fullinstructions are included with the watch. 


Like all Sinclair products, it's designed and 
builtin Britain, and it carries a 1-year no- 
quibble guarantee. 


Watches built on any other principle cannot 
match the accuracy of the Black Watch. And 
no other watch in the world can match its 
elegance. 


See and try the Black Watch here 


“You'll find the Black Watch at Boots 


Department Stores, Currys, Derek Gardner, 
Dixons, Fortnum & Mason, Greens, Harrods, 
Henrys-Lindair, Laskys, Lewis’s, Ryman, 
Selfridges, Underwoods, and leading 
jewellers, stores and shops everywhere. 


In case of difficulty, send a cheque for £24.95 
(inc. VAT), or phone your Access, Barclaycard 
or American Express number to Sinclair 
Radionics. Ring Stlves (0480) 64646, and 

ask for Ann Dent: we'll send you a Black 
Watch free, on a 10-day money-back 
undertaking. 


#& Sinclair Radionics Ltd, 

London Road, St ives, Huntingdon, 
Cambs., PE17 4HJ. 

Tel: Stlves (0480) 64646 

VAT Reg. No. 213 8170 88. Reg. No. 699483 England 
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TRIUMPH TR7 


What sports cars are all about 


The Triumph TR7 is a complete break with the 
TR tradition. The previous numbers have all 
tended to be narrow, open sports two-seaters, 
perhaps with hard tops grafted on in some cases. 
The new model is quite a wide machine, still a two- 
seater but styled from the first as a closed car. As 
to the styling, this has caused some controversy 
but has evidently been well received in the USA, 
which is its principal market. Whether or not it 
will quickly date, time alone will tell. 

Pop-up headlamps are used to give a clean 
frontal entry and the air intake is under the front 
bumper, which is correct practice 
aerodynamically. The wide doors give easy access 
to the seats and the interior is attractively 
furnished, with plenty of round instrument dials 
and lots of vat thought-out storage space for 
maps, cameras, and odds and ends. 

The motive power comes from a Dolomite 
engine — not the 16-valver of the Sprint — which 
has been stretched to a full 2-litres capacity and 
develops 105bhp at 5500rpm. A_ four-speed 
ahs without overdrive, is connected to the 

ypoid rear axle by an open shaft. The rear axle 
is located by a four-arm linkage and the 


‘MacPherson independent front suspension is 


mounted on a sub-frame, with rack and pinion 
steering. There are anti-roll bars at both ends and 
the steel monocoque is claimed to have 
exceptional rigidity. 


Road impressions 


As would be expected, the 105bhp of the TR7 
does not give the same liveliness as the 129bhp of 
the Sprint imparts, the two-seater having almost 
the same weight as the four-door saloon. I saw 
6000rpm in top gear, which is equivalent to 
108mph and 500rpm above the peak. The red area 
of the dial starts at 6500rpm, but the engine was 
disinclined to go that high on any gear. The low 
gearing makes the car extremely responsive in the 
70 to 90mph range, but high-speed cruising is far 
from effortless. 

A pleasant gearchange, with a close-ratio third 
gear, adds tothe car’s sporting appeal. However, 
the box is not silent, especially in second gear, and 
the general sound level is high by modern 
standards, to which the wind noise contributes at 
fast cruising speeds. The roadholding and 
handling are truly excellent, the car being very 
well-balanced; only a slight tendency for the front 
wheels to lock when braking on wet roads calls for 
eriticism. The ride, on the other hand, is definitely 
hard, which may appeal to the traditional sports 
car owner though it could prove tiring on long 
continental trips. 

Compared with previous TR models, the 
roadholding is infinitely better, which proves that 
a properly located rigid axle may still be 
preferable to an indifferent independent rear end. 
The body design is convenient and sensible, with 
effective colé-e wentilation as well as a useful 


Although the TR7’s styling has caused controversy in Britain, it has been well recejved in the USA. 


heater. The luggage boot is quite large enough for 
a car which is strictly a two-seater and the 
machinery is accessible under the wide bonnet. 

Regarded as a sports car for the younger 
generation, the TR7 is certain of a warm welcome. 
As a fast commuting car for the man who has 
forsaken larger cars in quest of economy, it may 
be found disappointing, however, though the 
flexible four-cylinder engine should certainly 
prove light on petrol. In the publicity material 
issued by the manufacturers, claims were made 
for the refinement of the car which my experience 
did not quite substantiate. It is likely that, in this 
respect, my test car was below the standards of 
production vehicles and I hope that this will be 
confirmed when my road test car comes along in 
due course. In any case, there are certainly no 
handling problems, and that’s what sports car 
motoring is all about. The price of £2,999.88 is 
competitive in these crazy days. 


SPECIFICATION AND PERFORMANCE DATA 


Car described: Triumph TR7 2-seater sports coupé, price £2999.88 
including car tax and VAT. . 
Engine: 4-cylinders in line, inclined at 45 deg. 90.3 x 78mm 
(1998cc). Compression ratio 9.25 to 1. 105bhp at 5500rpm. Single 
chain-driven overhead camshaft. Twin SU carburetters. 
Transmission: Single dry plate clutch. 4-speed synchromesh 
gear ratios 1.0, 1.25, 1.78 and 2.65 to 1. Hypoid rear axle, ratio 
.63 to 1. 
Chassis: Combined steel body and chassis. Independent front 
suspension by MacPherson struts and lower wishbones, coil springs 
and anti-roll bar. Rack and pinion steering. Live rear axle on 4 links, 
with coil springs and anti-roll bar. Servo-assisted, dua! circuit 
disc/drum brakes, with rear pressure limiting valve. Bolt-on steel 
wheels, fitted 175/70SR13 steel-based radial ply tyres. 
Equipment: 12-volt lighting and starting. Speedometer. Rev- 
counter. Voltmeter. Water temperature and fuel gauges.Clock. 
Heating, demisting and ventilation system with heated rear window. 
Flashing direction indicates with hazard warning. 2-speed 
windscreen wipers and washers. Reversing lights. 
Dimensions: Wheelbase 7ft lin. Track 4ft 7.5in. Overall length 13ft 
4ins. Width 5ft 6.2ins. Weight 2205Ib. : 
Performance: Maximum speed 110mph (approx). Acceleration 0- 
60mph 9.4s (makers’ figures). 


Controls and instruments are of tidy design. 


Impressively 
tough Russian 


Regular readers may remember that I was able to 
give a good report of the Lada 1200 a while back. 
The 1200 has a body shell based on the Fiat 124 
pressings and now the 1500, with a great} 
strengthened Fiat 125 shell, has been inéncducall 
The chassis and floor pan are of heavier gauge 
steel and the suspension parts are much more 
rugged, the rear axle radius arms and Panhard 
rod being literally enormous. The springs are, 
plastic-coated and the underbody is _ well 
protected, with high ground clearance and no 
vulnerable bits to get knocked away on cross- 
country jaunts. 

The engine has a_ chain-driven overhead 
camshaft and though it was inspired by Fiat 
eR DEKInE: it now shows little sign of that 
ancestry, being an extremely tough unit with 
generous bearing areas. The transmission is 
orthodox, with a four-speed gearbox and open 
shaft drive to the hypoid axle. 

Very impressive is the excellent finish and the 
interior treatment is most attractive. The proper 
round instruments have very legible dials and 
they include, in addition to those usually fitted, 
an oil-pressure gauge (hurrah!), a rev-counter, and 
a clock. Cloth upholstery, full carpeting, 
laminated windscreen, four halogen lights, heated 
rear window, and inertia-reel seat belts are 
included in the price of £1676, which represents 
incredible value for money. The driving seat is 
high by modern European standards, affording a 
commanding view all round, and the angle of aie 
seat back is given coarse or fine adjustment on 
the Fiat principle. 


Road impressions 


The engine of the 1500 has plenty of torque and 
will accelerate uphill at 20mph on top gear. It also 
has a greater appetite for revs than most Iron 
Curtain motors and can be driven quite hard 
without becoming noisy. The gearchange is quick 
and light in action, with no baulking and 
syncromesh that can only be beaten by brutality. 
The axle ratio chosen is on the “‘low”’ side, but the 
car is quite quiet at a 70mph cruising speed. 

Under slightly favourable conditions, I saw 
105mph on the speedometer at 6200rpm, 200rpm 
above the red lin2, at which the machinery seemed 
fairly relaxed; I would expect to record a timed- 
both-ways speed just below 100mph. For my 
taste, the brake pedal was rather too light and the 
steering too heavy. As the steering was much 
heavier than the 1200’s, although the boxes 
appear to be similar, I can only conclude that the 
big .Kleber tyres, with very bold treads, were 
responsible, and I would like to try some higher 
an pressures. The foot pedals are too high off the 

oor. 

The roadholding is quite effective, the handling 
being very safe with no unusual tricks. Riding 
comfort is about average for cars of this type, the 
suspension tending to become rather busy on 
country lanes. Some road noise is occasionally 
noticed, but it is not objectionable. This Lada is a 
full 4-seater that is designed for hard work and 
ideal for towing a trailer. It’s the first Russian car 
to be imported into the USA, incidentally. 


SPECIFICATION AND PERFORMANCE DATA 


Car described: Lada 1500 4-door saloon, price £1676 including car 
tax and VAT. 

Engine: Four-cylinder 76 x 80mm (1452cc). Compression ratio 8 to 
1. 75bhp DIN at 5600rpm. Single chain-driven overhead camshaft. 
Twin-choke downdraught compound carburetter. 

Transmission: Single dry plate clutch. 4-speed syncromesh gearbox 
with central change, ratios: 1.0, 1.49, 2.30 and 3.75 to 1. Hypoid 
level rear axle, ratio 4.4 to 1. 

Chassis: Combined stee! body and chassis. Independent front 
suspension by wishbones, coil springs, and anti-roll bar. Worm and 
Roller steering gear. Live rear axle on twin trailing arms and 
Panhard rod with coil springs. Servo-assisted disc/drum brakes with 
load-sensitive control valve. Bolt-on steel wheels, fitted 165-13 
radial ply tyres. 

Equipment: 12-voit lighting and starting, Speedometer, Rev- 
counter. Oil-pressure, water temperature and fuel gauges. Clock. 
Heating and demisting system with heated rear window. 
Windscreen wipers and washers with intermittent and wash/wipe 
facilities. Flashi direction indicators with hazard warning. 
Reversing lights. Full tool kit including tyre pump. geuge. and 
mspecton lamp. 
Demensions: Wheelbase 7® lihns Track 4¢ Sms Overall length 
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Jochen Neerpasch 


An impressive sight at Silverstone was created by BMW’s three semi-works CSLs. 


GROUP 5 RACING 


Ideas in Silhouette 


Ten days ago, through the auspices of the British Racing Drivers Club, the British 
spectating public was introduced to the world of Silhouette (or Group 5 racing). Despite the 
fact that the Silverstone 6 Hours turned out to be tremendously exciting, there’s no doubt 
that there was a fairly thin entry, properly supported only by BMW and Porsche. The 
reasons for their support, and the way they see the World Championship of Makes pro- 
gressing through the coming years, are outlined here by Manfred Jantke, head of Porsche’s 
public relations and sport, and Jochen Neerpasch, Managing Director of BMW Motorsport 


GmbH, who were interviewed by BOB CONSTANDUROS at Silverstone. 


Bob Constanduros: You have both made an initial 
investment, a considerable one, in the Group 5 
Silhouette formula by producing, in the case of 
BMW, the three semi-works cars and, in the case 
of Porsche, your own works car and the various 
combinations of Group 4 Carrera. Could you say 
why you have made this investment? 

Manfred Jantke (Porsche): Very early on, we 
decided to take part in this new championship. 
Porsche won the old World Championship of 
Makes several times, which we found to be quite 
sufficient, but then we watched the last years of 
the championship and the number of sports cars 
going down and down. When the change in the 
championship was announced, we felt that this 
would create a new interest, not only for the car 
companies, but also for the spectators and the 
public as a whole, so we decided to prepare for the 
series early on. We felt that the change was a 
good idea, so here we are. 

Jochen Neerpasch (BMW): We at BMW have had 
no experience of World Championships up to now, 
but from the spectator’s point of view we think 
that production car racing is an alterantive to 
“formula” racing. In formula racing you have 
open-wheelers, you have cars which are 
engineered to the same regulations and each car 


- reaches a certain standard, so the time difference 


is very close. It’s a driver’s championship, and it’s 
sprint racing. 

That’s one side of motor racing, and the other 
side should be the classic long-distance endurance 
racing. Thus we have two World Championships, 
one for drivers which should be in formula cars, 
and the other one for manufacturers. This, we 
think should be for the manufacturers who are 
building road cars, run over long-distance races as 
it is now being seen. 


The problem is to find the right regulations for 
this series as each manufacturer starts from a 
different basis. In this way, we have to have the 
regulations ‘‘free” enough for manufacturers who 
build production cars to compete against manu- 
facturers who produce GT cars. That’s a basic 
problem. 

On the other hand, we are talking about long- 
distance racing where pole position isn’t that 
important, it’s more important to finish the race. 
It’s a different goal, but both sides of racing hold 
an interest for the public. On the one hand, the 
driver’s cham tea the sprint racing; and on 
the other hand, the Manufacturers championship, 
where spectators come to see a race which is at 
least six hours in length up to a maximum of 24 
SE a nt ee sb nee eee 


Jantke: ‘‘When the change in the 
championship was announced, we 
felt that this would create a new in- 
terest, not only for the car com- 
panies, but also for the spectators 
and the public as a whole. . .”’ 


hours, and where they can see the manufacturers 
who build road cars and where they see popular 
drivers as well. 

Our original idea was the same as Porsche’s; 
let’s say the whole German industry! We wanted 
to have a basis for the manufacturers World 
Championship of cars which are produced in high 
volume on the basis of 1000 or even 5000 cars per 
year. But the CSI decided to go for a lower 
number and now we are 400 cars within two years, 
which is the GT regulation: Here we are a bit 
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closer to prototype numbers, and that, at the 
moment, is our disadvan at BMW. We are 
starting this year with the Coupe, a saloon and a 
heavy car. Porsche races a GT car which is one 
step better, but it’s a GT car sold in high 
numbers. But if you take the Lancia Stratos, 
which is only built in very low numbers for 
competition, then there’s a different starting 
point. - - 

However, I think the championship is going to 
be interesting. I think we will come to a point 
where the Porsches are more advanced like the 
Lancia Stratos, and we are at this moment 
building a mid-engined car to meet the regulations 
so that we can be more competitive in this type of 
racing. 

Do you think, then, that the low production 
requirement of 400 cars in two years is going to be 
a disadvantage for the championship? Will it just 
be a series for specialized GT cars? 
MJ: Yes, this is one of the risks of the regulations 
as they are now. As Jochen mentioned, we had in 
mind a World Championship for really well known 
cars from the street, mass produced cars, if you 
like. With the small number of cars required to be 
built, there’s a big risk that, in the end, we will 
have sports-prototypes specially built for the 
series. 
JN: I must say, 400 cars over two years is a very 
difficult number. If it was 1000 cars, I don’t thin 
anybody could afford to build that number 
cially for racing. It would be much better. 

‘ow do you think this championship is going to 
affect the Group 6 prototype series? Would you 
like to see any amalgamation of the two? 

MJ: The main thing in racing is that we shouldn’t 
have too many championships. The capacity of 
companies, of teams, of good sponsors involved in 
racing is limited. It isn’t big enough to be divided 
among too many activities. So from the 
beginning, we thought that beside the driver’s 
championship with formula cars, there was a 
place for a classic manufacturers championship 
with the characteristics of long-distance racing, 
and we felt that it was one of the main mistakes 
made by the FIA in the last pens that they kept 
the old sports car champions 

distance races, and now we have two champion- 
ships running parallel. This is one of the main 
mistakes. 

We feel that there’s no fresh blood in sports car 
racing. As you know, it’s just the pool of the 
existing cars who assemble and will go on for a 
while. This championship weakens ours and 
causes problems and difficulties for the manu- 
facturers championship. We hope that we can 
overcome these first years with both of the cham- 
ae s, but we see the much better long-term 

ture for the World Championship of Makes with 
production cars. We imagine that the present 
sports car series will go under. 


ip alive. It has long 


JN: May I say that in our opinion, the World 
Sports = is too close to formula 
racing, because the cars in fact use the same 
engines, and the same chassis — or nearly the 
same. As Manfred said we can only go in two 
directions, not three or four. Those two are 
formula racing and long-distance racing, and long- 
distance racing should be for completely different 
carsthan formula cars. 

What do you think of the clash between Group 5 
and Groups 2 and 4, then, in long distance racing? 
Should G2 also be phased out? 

MJ: We don’t feel that G2 cars fit into the G5 
championship, the difference is too great. It’s just 
by chance that the new G4 Porsche is rather close 
to the existing G5 cars, but generally, they don’t 
really fit. We really feel that the only typical cars 
for this championship are the factory Porsche and 
the factory BMW. These are very powerful cars 
driven by OP drivers such as Ronnie Peterson 
and Gunnar Nilsson in BMW’s case and Jochen 


Mass and Jacky Ickx in our case. These are the 


representatives for the new World Championship; 
all the others have to develop up to this level, and 
we think that G2 cars cannot come up to that 
level to compete in the championship properly. 

Do you think that they should continue to have 
their own series, even though it is a long-distance 
series? 

JN: Yes, I think there’s support for a G2 cham- 
pionship and there’s support for a G5 champion- 
ship and there’s support for a G4 championship: 
they should have their own series. But, while I 
agree with Manfred that the typical cars for the 
Silhouette formula are the factory Porsche and 
the factory BMW, there’s a further point. I don’t 
think that the most important thing is whether 
G2 or G4 cars should be allowed into the races or 
not. We have long-distance racing which some- 


Neerpasch: ‘. . . turbocharging F1 
and turbocharging G5 are two com- 
pletely different things. | would say 
that turbocharging in F1 might cause 
a lot of engine failures, because 
everyone would screw-up the turbo 
boost for more power.” 


(Scr ee Ee 
times lasts 24 hours and to get 60 cars, if you’re 
talking about the Nurburgring, 60 G5 cars is 
always difficult. So I think that because it’s such 
long-distance endurance racing, G2 cars should be 
allowed in, and also G4 cars. Otherwise you’d 
never get a field together. 

MJ: Maybe you misunderstand me. Of course 
they belong in the series as they were racing all 
the time in former years, but I feel that this type 
of car cannot represent the competition in the 


championship. Of course they belong to the series. 
Group 4 at its best; the George Loos Porsche Turbo-Carreras at Mugello. 


in the way they look, they are production cars and 
some of them are fairly competitive, but the 
typical car for the series must be the top produc 
tion cars from factories, the real Group 5racers. _ 
Do you mean then that there’s no room for 
the privateer to do well in the G5 championship? 
JN: I would say that in G2 and G4 you can havea 
special category for good, professional privateers 
and in G5 you can delegate it to a private team, as 
we are doing with Hermetite, Schnitzer and Faltz. 
They are semi-works efforts and I think these 
teams can be very competitive in G5, but the main 
line should be, as Manfred said, with pure factory 
involvement. We have to have real factory cars 
Eanes: 

MJ: I would agree. It’s mainly the factory cars 
that we want, but the better private teams should 
of course use G5 cars too. This year only we at the 
factory use G5 cars and sell the G4 cars. But next 
year we shall think about selling G5 cars to the 
top teams who can afford to race them and 
maintain them. In such cases, we will help them 
with their activities, as we always have done at 
Porsche. 

On the subject of turbocharging, do you feel thatit 
is going to be necessary for everyone to tu 
charge? And, if that is the case, why not forget 
about the turbocharger altogether? 

MJ: It seems at the moment to everyone that 
turbocharging is the only way to gain the power 
needed in racing; even the Formula 1 people are 
now confused a kttle by looking at our series. But 
we at Porsche are not convinced that this is the 
only way. I can tell you that we came to turbo- 
charging because we wanted to use existing 
material: to use the old 917 12-cylinder engine for 
the CanAm Series, which demanded more power, 
and to use our existing production six-cylinder for 
this series. We had to ask ourselves whether to 
develop a real racing machine, that means a two- 
cam, four-valve engine, something like that — a 
higher revving racing engine — or to use a produc- 
tion engine and turbocharge it. We found the 
latter way a very rational way to do it, a cheaper 
way in our case, and that was the real reason why 
we now havea turbocharged engine. 

But we are not totally convinced that this is the 
only way. Although we have no Formula 1 activi- 
ties at Porsche, I can tell you frankly, that having 
looked at the scene, we are not convinced that the 
1}-litre turbocharged engine is the way to compete 
in Formula 1. If we were to go into Formula 1, we 
would seriously consider whether it wouldn’t be 
better to build a normally aspirated 3-litre motor. 
JN: I think that .turbocharging F1 and turbo- 
charging G5 are two completely different things. 
I would say that turbocharging in F1 might cause 
a lot of engine failures, because everyone would 
screw up the turbo boost for more power. But in 
G5, you start with different manufacturers and 
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Early developments for Porsche ’s Turbo took place in 1974. Pictured here is van Lennep at Ricard. 


INTERVIEW continued 


cars from such different bases, so that turbo- 
charging is sometimes the easiest way to find the 
required power. As Manfred explained, you don’t 
have to build a complete race engine. You can do 
it ina es and simpler way by turbocharging 
to get the power in the car, as we have. 

e started our development in December and, 
thanks to Porsche (who did all the basic develop- 
ment), we got through the initial stages that 
much quicker. It’s cheaper and it. works. I think 
that for G5, turbocharging at this moment, as the 
Bens are, is a very good thing. We are also 
talking about long-distance nue so nobody will 
screw up the turbo boost too much, and we'll have 
fewer engine problems. 

This has been said to be a problem, because the 
team with the most money can afford to screw up 
the turbocharger in order to give sufficient boost 
to go that much faster, even if they do blow up on 
the last lap. 

MJ: It is true that the turbocharged engine 
demands a certain amount of fee a ae not only 
from the driver, but also the team. You can screw 
the boost up so much that you have problems, but 
as the Porsche results of 1974 have shown, we 
demonstrated that a turbocharged engine with 
good power is at least as reliable as a normally 
aspirated racing machine. They key to it all is not 
to rev too much. We have a low-revving machine 
(we have a rev limit of 8000) so from the 
mechanical side we have no problems at all. It’s 
only the temperature of the engine that has to be 
controlled, and if you have the Riwhor for that, 
then you have at least as reliable an engine as a 
higher-revving racing machine. ; 

JN: We don’t have any experience of this. We only 
started in December and at Silverstone we ran the 
car for the first time. It does prove that within a 
short time you can make an engine competitive. If 
we had had to engineer a race engine, we wouldn't 
be where we are now. 

Does this turbocharging have any bearing on road 
use? Do you feel that it could be used on more 
mundane road cars? soe 

MJ: Yes, we really think so. We have the example 
of the street car Porsche turbo, which is based on 
@n existing sports car which was born 15 years 
ago. We created a high performance sports car 
with a turbo, and it’s a very successful car in 
terms of sales and everything else. You shouldn’t 
forget that it meets the latest pollution require- 
ments even in the State of California, so our car is 
a 50-State car, which is remarkable for a high 
performance machine. So we see that turbo- 
charging is applicable for street cars, concerning 
pollution, noise and so on. 


Car 


How do you see the Silhouette formula 
progressing? Do you see any changes coming in? 
JN: As we said, we’ve had a difficult start to this 


category. The year 1976 is generally rather diffi- . 


cult for motor sport as a whole because of new 
regulations in G2, G4, G5 and G6, and on top of 
this we have two World Championships, in G5 
and G6. This hasn’t made things easy, especially 
as competitors and manufacturers always need 
time to prepare for new regulations. 

The final decision to make the new G5 
regulations as they are now was taken quite late, 
so the time to adjust to them wasn’t very long. 
We need at least one or two years to become 
experienced with the regulations and the type of 
racing before it gets competitive. 

But, in our opinion, we should do everything to 
make the formula successful and interest other 
manufacturers in the formula. This year, for 
example, we know that we are not at all com- 

etitive, but we are helping the three tuner cars of 
itzer, Faltz and Hermetite because we want 


Jantke: ‘We created a 
performance sports car with a turbo, 
and it’s a very successful car in 
terms of sales and everything else. 
You shouldn't forget that it meets 
the latest pollution requirements 
even in the State of California; so our 
is a 50-State car.” . 


to stimulate this type of racing. And even 
knowing that they can’t win immediately, it’s a 
long-distance race, and there’s always the chance 
of being there at the end. We want to build and 
gain experience from this type of racing for future 


years. 
MJ: We’ve had a difficult start to the champion- 
ship as there was too much confusion bet ween the 
two championships, and as we got the final 


- regulations rather late, most of the teams are not 


really prepared. From our point of view, we 
believe in the G5 championship and will do 
anything to support it. We have just developed a 
kit which one can add to a G4 turbo Porsche to 
make it semi-G5, and this may enlarge the 
number of competitive G5 cars in the field. As 
Jochen said, it will be a year or two before the 
championship really takes off as a long-distance 
battle of manufacturers and an alternative to 
sprint racing with formula cars. 

om the public and publicity point of view, 
Formula I and long-distance racing are some way 


high | 


apart. Because of the manufacturers’ involvement 
in this series, it's going to be important to gain 
the same interest as (if not more than) Formula 1. 
How do you see this happening? 

JN: It is-a different type of racing. For example, 
at sprint races, you go a to a Grand Prix, the 
spectators come at 10 o’clock in the morning to 
see a short programme, but also a very effective 
programme. Then they leave at 3 o’clock having 
seen a good race. 

But when you go to the Nurburgring or Le 
Mans, you go there to spend a weekend, you don’t 
follow the race as you do in Formula 1. It’s a 
different type of racing and was very popular four 
to five years ago. There were times when it was 
even more popular than sprint racing, Formula 1 
racing, and in our opinion it will be just as popular 
again. . 

J: We see other points, as well. There’s one that 
is a big disadvantage for us from the publicity 
side, one that affects the starting time of races. 
Currently, races finish at around 5 or 6 o’clock. By 
this time, all the news and sports es in the 
national papers are full. All the foot matches 
have finished, everything is done, and then they 
get the results of a G5 championship race. You 

ow what gets left out! 

This looks a small point, but it is an important 
one. If we had earlier starts and the finish was 
earlier, there would be more publicity for the race 
in terms of stories and results in the media. As it 
isnow, wehavea much smaller press than Grands 
Prix because of this late starting time.- 

What manufacturers do you hope to see coming 
into the World Championship of Makes? 

JN: Everybody! But there is a good chance of 
Lancia, they’ve already proved their com- 
petitiveness at Vallelunga, and I think Ford are 


- considering it; too. Also I think it would be 


possible for Renault to have a competitive car. 
They are working on the G6 cars, and with a 
similar engine they could run one of their Alpines 
as well. Ferrari could be interested in it, or let’s 
say that Fiat with Lancia or Ferrari could be 
interested. And I understand that Jaguar are con- 
sidering too; when they are successful in G2, they 
are thinking of something in G5. 

MJ: We have heard something about Lancia, 
Alfa, Leyland and Chevrolet. The latter are 
making a big effort with their Monza in the IMSA 
series in the USA but haven’t made a European 
decision so far, although we feel that they could 
be interested competitors in the series. However, 
they shouldn’t sit on the fence too long, or they 
will get behind those already competing, or the 
series may die through the lack of ther support. 
It is important that manufacturers show their 
interest sooner rather than later. Oo 
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‘,.. By 1969 the ECR 
was in the process of 
becoming a kind of 
rally no-man’s land, 
and every year since, 
the championship has 
* been decided by a soli- 
tary manufacturer 
taking an interest and 
’ making something out 
of the anachronistic 
# scoring structure.” 


Of the FIA, 
CSI, ECR, 
WCR.... 


It was clearly time to go home. The last dregs of 
the amber fluid had been coaxed out of the forlorn 
bottles; chance cards lay strewn in reckless 
abandon acrossthe dusty, stained table; and a pair . 
of dice grinned up at us from the floor where 
they had only seconds before been flung in 
contempt and frustration. Somewhere down 
there, too, among foetid carpet of prehistoric 
underwear and tattered magazines, lay our rally 
cars: a blue one and a red one. ; 

We had just completed our first initiation into 
the delights of Whittlecraft’s (or should I say 
Stirling’ Moss’s?) new game, “Rally”. The com- 
petition, perhaps through ignorance, had not been 
electrifying, but perhaps the answer lay with the 
levels within the bottles; it was about the time of 
night where a neurological implosion occasionally 
occurs and a flash of inspiration inspires brief 
enthusiasm prior to oblivion. Tonight there were 
no such fantasies, no ideas, just a blank board and 
nothing left to play on it. Ideas entertained at this 
time of night may seem very viable and rational 
until the light of day (and with it the dawning of 
reality) contrives to dilute the strength of the 
meus night’s vision. One thought which did, 

owever, lodge itself in the upper void and obstin- 
ately refused to leave the next day was the in- 
escapable parallel between the state of that board 
and the rallies situation as it now exists both in 
this country and in Europe. 

I ppought I had all the answers figured out that 
night, but many have now n lost to 
posterity (perhaps fortunately) through the 
realms of fitful sleep. However, the obstinate 
image of the board and its relationship to “real 
life” remains: is rallying slowly dying a death, and 


Every one an ECR winner — Pauli Toivonen. 


if so, who is killing it? 

Certainly a number of interested parties are 
attempting dark deeds, and the projected 
assassination by the Forestry Commission in the 
autumn will add a further nail into the creaking 
coffin. But the problem lies deeper than this. It 
cannot have escaped any observer’s notice that 
premier events have been suffering from under- 
subscription of late. Small, compact and, most 
essential of all, cheap rallies continue to prosper, 
but events which form the vanguard of our 
national élite have all been worryingly short of 
entrantsin 1976. 

This general paucity of competitors can been 
seen in a number of different terms. There is 
always the perfectly valid assumption that, while 
our economic situation is bleak and finance gener- 
rf scarce in the leisure sports area, fewer people 
will be so keen to spend money in pursuit of this 
somewhat bizarre pleasure. The cost of rallyin 
continues to rise at a frightening level an 
budgetting for a season’s sport is not a task to be 
undertaken by the fainthearted. But the reasons 
for lack of interest (almost apathy) among former 
regular competitors is not mirrored in rallying’s 
opposite number, motor racing, where, despite 
equally horrendous costs, the sport continues to 


- flourish, even with what many spectators will 


only too readily admit are largely boring races 
which excite no one save the participants 
themselves. 

There will always be more money in racing than 
in rallying per se, because close trade interest and 
promotions within the former creates self- 
paresis media interest (BBC excluded). 
Industry and promotion reside there because the 
sport presents a marketable image. It is easily 
pee and provides the kind of glamorous 

ackdrop necessary to impress clients, while the 
hosts bask in the reflected glory of our heroes as 
they hurtle round the track only yards from where 
the men with the money sip their gin and tonics. 
Rallying, perhaps regrettably for its own liveli- 
hood, can never be like this, if only because of its 
in-built complexity. 


Unconnected pre-requisites 


By its very nature, rallying is difficult to 
promote. Its very ethos pre-supposes more than 
merely the challenge of a known corner to be 
taken ‘“‘X’’ number of times on or near the limit. 
But its not just a lack of money which is slowly 
strangling the world of rallying, and it is not 
purely a national malaise. This year’s WCR and 

CR events have almost without exception been 

oorly supported, and one does not have to delve 

ar into the record books to discover how few cars 
competed in the Safari this year, or virtually any 


‘other well-known and -highly respected events. 


drives itself into the 
doldrums, but this branch of the sport has self- 
restorative powers by virtue of its flexibility. 
Rallying unfortunately depends on so many 
unconnected pre-requisites that it is denied the 
same flexibility of organization which might give 
the rally organizers the freedom of ideas neces- 
sary to flourish once more. 

Clearly the current state of the two premier 
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championships, the WCR (for makes) and the 
ECR (for drivers) is a sorry one indeed, and the 
fact that the kudos attainable from these two 
series is sufficiently blurred and indistinct as to 
make it largely irrelevant to most car manufac- 
turers, only underlines the futility of the cham- 
pionship structure.... 

What have the CSI done about this damaging 
state of affairs? “Very little,” would appear to be 
the layman’s answer. For too long now inter 
national rallying has suffered the burden of 
apparently deliberately complex jargon and regu- 
lation which contrives to inspire media disinterest 
and manufacturer apathy. This state of affairs 
makes itself felt through all facets of our sport. 

The British national series may be apparently 
healthy, producing different winners (albeit in 
Fords) on every outing, and a plethora of expen- 
sive machinery among the leading numbers, but 
the edifice seems to be crumbling away beneath 
the bright-faced facade. 

What seems to be needed now is imaginative. 
direction from the CSI, a re-structuring of inter- 
national championships into cometh 
meaningful and competitive — a real Worl 


' Championship, for instance, free of the vested 


interest whic a ama its continued status 
quo: a real ECR series comprising a number of 
élite events, and not as now a confused jumble of 
ill-starred coefficient ratings whose complexity is 
only matched by the irrelevancy of a situation 
which allows clashing dates, outmoded stipu- 
lations and often totally unjustified relative 
importance to dominate a shambolic state of 
affairs. If the health of the sport can be gauged 
from the condition of its two major organs, then 
rallying is in urgent need of medical treatment. It 
is here that we can surely take a leaf out of the 
motor racing book: after all, who would continue 
putting up the kind of money necessary to 
support Formula 1 were there to be no World 
Champion driver to laud at the end of it all? 


We have uninterrupted evolution to thank for 
the current state of affairs. The International 
Rally Championship for Makes, which turned into 
the WCR as we know it, was first held in 1968 
with the object of avoiding another ambiguity, 
namely ‘that of producing more than one 
champion! There appeared to be little overt 
pressure on the CSI to make such a sweeping 
change, it was just that the people making the 
decisions on the CSI also represented the 
interests of manufacturers. Certainly the idea of 
‘“‘Makes” made more sense that the idea of having 
up to three World Champions at once, but by re- 
structuring in this way, the CSI created a vacuum 
for the now sorely neglected drivers. ... The ECR 
was born. 

It was intended to include all those magnificent 
European rallies which could not be included in 
the new World series. Right from the start the 
ECR suffered from weak management and almost 
universal disinterest. In 1968, when Pauli 
Toivonen won the championship, there were still 
fine events included — events like the Acropolis 
— but by 1969 the ECR was in the process of be- 
coming a kind of rally no-man’s land, and every 
year since, the championship has been decided by 
a solitary manufacturer taking an interest and 
making something out of the anachronistic 
scoring structure. Zasada, Andruet, Pinto, 


Jean-Claude And ruet. 
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Munari, Kallstrom, Rohrl; all became holders of 
the dubious title, not after mammoth towering 
s among themselves across the rally 
roads of Europe, but because on each occasion one 
manufacturer went to enough trouble to secure 
the title. The failure of the championship could 
fand still can be) gauged by the fact that manufac- 
turers such as Ford, even when coincidentally well 
placed in the series (as they were at one stage 
with Billy Coleman two years ago) showed not the 
enter intention of picking up the easy points 
offered by obscure events and little serious com- 
ition. Why, then, has there been such little 
mclination towards change in recent years? 


Notorious cliques 


To understand the reasons, it is necessary to 
understand the machinations of the CSI itself 
with all its intrinsic identity crises. The CSI is a 
commission of the FIA and it runs a number of 
sub-commissions (on cricuit safety, technical 
matters, regulations and so on). Below this sub- 
structure there used to be a number of Working 
Groups whose brief was to advise the sub-com- 
mittees. If the latter happened to agree with pro- 
posals made, the sub-committee would put the 
suggestion before the committee it self. 

is procedure is cumbersome and inefficient, 
and this fact has at length been realized as being 
so by the CSI. At the time of writing it appears 
that the Rally Working Group will in fact become 
a sub-commission in its own right before the end 
of the yest. So perhaps there is a chink of light at 
the end of the tunnel. 

However, this system, together with some 
rather questionable appointments in recent years 
(by invitation rather than by election) which have 
led to the formation of some notorious cliques, has 
been in desperate need of streamlining. The Rally 
Working Group itself contains a number of 
eminent a who are all held in high esteem 
in the rally world — men like Kalpio, Dardoufas 
and Torres. There is also a representative from 
the BPICA (the constructors’ association); in this 
case one of its key men, Cesare Fiorio of Lancia. 
Decisions are taken here on any regulations which 
appertain to rallies. Opinion among the various 
committee members is currently divided over 
whether or not to persist with a WCR for makes. 
It seems that the Italio/Germain alliance favour 
the status quo, whereas other manufacturers’ 
representatives see the situation differently. The 
point, however, is not a matter of understanding 
and appreciating vested interest, it is looking at 
the championships themselves and deciding 
whether they are meaningful and healthy. 

The situation now is so obviously in need of 
rectification that the crux of the matter stares one 
in the face. A true World championship pre-sup- 

ses major venues in each of the five continents, 

ut it is inconceivable that even Lancia them- 
selves can afford to send a team of cars, mech- 
anics, crews and materials out to compete on 
rallies as far flung as the Rideau Lakes or the 
Heat way: the cost in terms of transport, Soiangy ! 
and on location expenses is simply prohibitive. If 
Lancia are not able to absorb the titanic cost, then 
what chance for anyone else? Certainly not Ford, 


Sobieslaw Zasada. 


Serene Elba scene — but how healthy are some 
partner ECR rounds? 


who pulled out of the Safari earlier this year 
having apparently discovered the real financial 
situation. where in terms of credibility does 
this leave the championship, bearing in mind so 
much non-participation? 
. If the series was angled towards the driver, 
much more use could be made of local cars and 
local knowledge, rather in the manner of Ford’s 
operation on the Total Rally in South Africa. In 
this way manufacturers would be flying their 
expertise around rather than the prohibitivel 
expensive hardware. Companies like Fiat, Renault 
and Ford are world-wide organizations; the same 
cannot, however, be said of Lancia who might 
arguably stand to lose their identity were Munari 
to become World Champion, especially if. it 
worked out cheaper to seat him in some brand of 
Fiat for the occasional round in order to circum- 
vent the problem of transporting Stratii to the 
back of fe hice The. present Rallies ‘Committee 
rofess to be interested in creating a real World 
hampionship with events like the Southern 
Cross in Australia and the Heatway in New 
Zealand included. Should they be serious about 
their proclamations, rallying could take a great 
=“ forward in terms of international credibility 
and hence public awareness. In any case, these 
events are only too keen to attract the European 
circus. : 

The decision will eventually be made inevitable 
anyway with the continued encroachment of the 
urban perimeters upon once sacrosanct rally terri- 
tory. Running a competitive event in Europe is 
now no longer the comparatively uncomplicated 
task it was 15 years ago. Morocco itself might be 
said to be the last resting place of the true Euro- 
pean rally, but Morocco isin North Africa. 

The basic thinking behind the present ECR 
scoring system depended on the enforcement of 
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zones. Europe was to be split up mto four zones 
and each one of these have a Coefficient 4 
event, two Coefficient 3 events, and so on. The 
idea was workable in itself but it fell by the 
wayside on account of circumstances ond the 
CSI’s control, for plans were laid for zoning to be 
implemented in 1974 — the year of the petrol 
crisis. Zoning was thus dropped, but the apparent 
ambiguities in the coefficients remain. (A situa- 
tion which allows the Circuit of Ireland and the 
Sachs Baltic Rally to share the same status (2) 
while the Donegal Rally rating is blatantly ridi- 
culous.) Out of this seemingly disorganized, fr 
mented collection of rallies, how could a really 
competitive championship be created? 

If it was essential to retain the great number of 
events which now exist withn the ECR’s walls, 
then the series could be organized Beng league 
table lines. But in truth many of the aforemen- 
tioned rallies are dying a natural death and the 
only way in which entries are maintained is 
through offers of deals connected with transport 
costs, starting monies and so on. 

Stage rallies require works perth aie to 
attract interest, excitement and, hopefully, 
intense competition, yet the vexed question of 
how to attract works support yet not alienate the 
iat has yet to be solved. The days of the 

upe des Alpes have long gone. There remains 
much to do, and major changes will have to be 
made to the ECR series if it is to succour the 
sport’s return to health. Nowhere has a sick situa- 
tion been more avidly demonstrated than at the 
Lyons-Charbonnieres Rally this year for which, 
despite an allegedly prestigious coefficient of four 
(which in fact was totally unwarranted in any 
case), just 37 entries were received. 


French bureaucrats 


_ A palace revolution within the CSI is of course 
impossible (even though it is based in Paris!) 
because first and foremost it is an internationally 
manned hierarchy. But this extreme measure may 
not be raed le there are signs that the 
leviathan is waking up to the current crisis. 
French bureaucracies tend to be even slower than 
British ones in their reactions; this is a self- 
perpetuating old man’s club, and nothing less 
than dead man’s shoes will see all the changes 
that are vital being made. 

Hope, however, is at hand, and recent changes 
made within the erstwhile moribund corridors 
gives some cause for optimism. Meanwhile there 
is clearly no finer way to promote international 
rallying than to create a championship for People, 
and if the international scene is a healthy one, 
then so is rallying generally. After all, we have 
eight internationals of our own in the British Isles 
this year. Imagine a packed entry list featuring 
three Fiats, two Alitalia Lancias, three works 
Fords, two Opel Kadetts, two Saabs, two Leyland 
TR7s, Alpines competing against a plethora of 
privately entered Fords and Porsches in Britain. 
... It can be done with imaginative planning and 
enlightened direction from Paris. 

I one they haven’t left it too late. The board is 
painfully empty at present. 


Sandro Munari. 
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The Golf is now a familiar shape on Britain's roads, one of a new generation of compact hatch-backs. 


Golf with ereater swing | 


Although the Volkswagen Golf was only intro- 
duced recently, it has now undergone an engine 
change. The basic 1100cc model remains un- 
altered, but the LS has gone up from 1471cc to 
1588cc, as have the Passat and Scirocco. The rest 
of the car is virtually unchanged, the body being 
available with two or four doors and having an 
estate-type hatch at the back, as is now very 
much the fashion. 

The new engine has an enlarged bore to bring it 
up to virtually square dimensions. It is designed 
to run on 2-star fuel and though the increase in 
power output is not great, the improved torque 
curve gives better acceleration and may assist 
fuel economy by reducing gear changing. As the 
Golf was already among the liveliest cars of its 
class, the extra capacity ensures that it has few 


The Golf has a transverse engine and front- 
wheel drive, the pody being a full four-seater with 
nothing ‘‘occasional” about the rear compart- 
ment. The back seat folds up to give extra 
Inggage or dog space. A light interior and a good 

-round view are assured by the large glass area, 
the slightly angular lines carrying the unmistak- 
able signature of Giugiaro. The automatic choke 
was well adjusted on this car and instant startmg 
was always followed by a smooth warm-up 
without stalling. 4 

On the road, the Golf has a lot of performance. 
The engine is very free-revving and if the red 
mark on the dial is ignored, 6(0mph and 80mph 
may be easily: exceeded in second and third gears 
meepetively. However, the acceleration does not 

er if one changes up at the recommended 


speeds 


The manufacturers claim a 100mph maximum 


but I had to squeeze pretty hard to get. 98mph. 
However, I was able to better their 0-60mph 
acceleration figure. The getaway from a standing 
start is astonishing, the car fairly rocketing away, 
almost irrespective of the amount of wheelspin 
— induces. The gearchanges go through cleanly 


‘the Golf is not objectionally noisy, it 


is less than the Polo. which is exceptional 


in this respect, however. On the other hand, it’s 

uieter than the Passat. The engine makes a 

etermined buzz when working hard and there is 
tyre roar on coarse-grained roads, plus some 
thumping over broken surfaces. There were a few 
odd rattles on the test car and the exhaust 
boomed a little on the overrun. However, I am 
being very critical.and the Golf is comparable in 
this respect with other cars in its class. 


The little machine gets through corners remark- 
ably quickly, generally with just a hint of under- 
steer. The steering is quite quick and the car feels 
highly controllable, the stability on windy motor- 
ways also being most reassuring. The test car had 
a soft brake pedal with a fairly long travel, but the 
brakes were in. fact perfectly satisfactory, apart 
from this disconcerting effect; the handbrake is 
unusually powerful. 


The ride is definitely above the average among 
light cars. Fairly firm at the lowest speeds, it 
becomes very comfortable. at normal cruising 
velocities, without any pitching or crosswise rock- 
ing. The Golf is small enough to be handled with 
ease in city traffic but there is sufficient space for 
four adults to feel at their ease without any sense 
of crowding. 


I have to report.a curious breakdown that left: 


me without transport at an awkward moment, 
and as it was due to a wrong connection in the 
wiring, I.am giving details for the benefit of Golf 
owners. There is a warning light with the word 
demist on it, which is supposed to indicate when 
the rear window heater is in use. However, this 


"was erroneously connected to the lighting circuit, 


so that it was extinguished when one switched off 
the lights. The car was delivered to me with the 
heater switched on, and as it remained on when 
the ignition key was withdrawn, I found the Golf 
with a dead flat:-battery when I went to my garage 
early the next morning. Please check your Golf for 
this wrong connection, or you may find yourself 


stranded. 

However, worse pitti $s at sea. The Golf 
is typical of the cars of the future, I feel because 
it achieves mM practice the theoretical advantages 


of front-wheel drive. We now take for granted the 
additional interior space ich a transverse 
engine gives, and front-drive stability is also ac- 
cepted. What a few of the best front-drive cars are 
teaching us is that enjoyable handling and ex 
tional traction can be additional virtues. It might 
be thought that weight transfer on acceleration 
would be a built-in advantage of rear-drive. Never- 
theless, the Golf gets up and goes while those 
others sit in a blur of bouncing back axles. I have 
put a 0-30mph time of 3.0s on the data panel, 
because that can be recorded on any surface, but 
under ideal conditions I have managed 2.5s — try 
to equal that with your V8! 

The engine does not rumble and thump at low 
see on top gear, and third can be used foc most 
of the time in city traffic. Ask any of the economy 
driving experts how much petrol such flexibility 
saves. I have come to the conclusion that a lot of 
the roughness that is the curse of so many cars is 
not due to the engine at all, but to the prop-shaft 
and semi-elliptic springs winding and unwinding 
— hence the superiority of more sophisticated 
designs. ; 

The heater is effective and there are proper 
separate cool-air inlets for breathing, which work 
by ram effect from low speeds. The lights are 
adequate without being exceptional and the 
interior might be a bit smaller at that price, but 
above all the car is practical and will still give over 
30mpg when showing its tail gate to the rear of 


the traffic. If the Golf could be made as quiet as 
the Polo, it would be in a class of its own. 


Car tested: Volkewaee) Golf LS 4/-door saloon, price £2238 
including car tax and VAT. 

Engine: Four cylinders 79.5 x 80mm (1588cc). Compression ratio 
8.2 to 1. 75bhp at 5600rpm. Belt-driven overhead camshaft. Solex 
downdraught carburetter. 

Transmission: Single dry-plate clutch. 4-speed synchromesh gearbox 
with central remote control, ratios 0.97,-1.37, 1.94, and 3.44 to 1. 
Helical spur gear final drive, ratio 3.9 to 1. 

Chassis: Combined steel body and chassis. MacPherson indepen- 
dent front suspension. Rack and pinion steering. Rear suspension 
by trailing arms joined by torsional bracing member, with coil 
springs and telescopic dampers all round. Servo-assisted disc/drum 
brakes with twin diagonal circuits. Bolt-on steel wheels, fitted 
155SR 13 tyres. : 

Equipment: 12-volt lighting and starting. Speedometer. Rev- 
counter. Water temperature and fuel gauges. Heating, demisting, 
and ventilation system with heated rear window. Flashing direction 
indicators with hazard warning. Windscreen wipers and washers. 
Dimensions: Wheelbase, 7ft 10}ins. Track, 4ft 6jins/4ft 5ins. Overall 
length, 12ft 2tins. Width, 5ft 34ins. Weight, 1775Ibs. 

Performance: Maximum speed, 98mph. Speeds in gears: third 
77mph, second 56mph, first 33mph. Standing quarter-mile, 18.2s. 
Acceleration: 0-30mph, 3.0s; 0-5O0mph, 7.5s; 0-6Omph, 12.2s; 0- 
80mph, 22.5s. ; 

Fuel consumption: 28 to 34mpg. 


Functional, no-frills fascia. 


DAVID MANLEY 


Our headline, I’m Manley, fly me the other week 
was particularly apt. In a carefully organized 
operation, 23-year-old David Manley, a trainee 
articled clerk in accountancy, flies. from Dublin 
each week to race in Britain, and then goes back 
to Dublin again on Monday. Manley races a U2 
for the Red Arrow Racing Team, currently 
sponsored by Earlybird sky couriers, but his 
ambition is to move up to F3. By operating the U2 
away from base in Dublin, Manley is testing a 
system for racing F3 on the continent next year — 
that’s how serious it all is. 

But David’s past is steeped in motor racing. His 
father Bernard used to organize early Phoenix 
Park GPs, and the likes of Hawthorn used to stay 
in the house. While Manley was at Trinity College 
Dublin, he used to campaign an elderly cut down 
Renault 4L in autocross, which cost him all of £45. 
While at University, the enterprising Manley 
would organize business breakfasts where local 
industrialists would meet current students. It 
was at one of these breakfasts that Manley senior 


bet Manley junior that he could drive an 850 Mini. 


he had built considerably quicker. In fact the 
reverse occured, and Manley junior won the car 


and was on the road to racing. In 1973 he only did 


a few races; but in an ex-Ray Mallock U2 Mk8, 
Manley really cut his teeth on a similar number of 


races before taking in 20 events in 1975 in a U2. 


Mk17, mainly in Ireland. ; 

The idea this year has been to try out the pro- 
motional skills and effects of Red Arrow Racing, 
coupled with an attempt at competing per- 
manently against the cream of Clubmans racing 
at its home in Britain. The car is based at Mallock 
Racing in Roade, Northants, and the team is 
managed by 
includes a number of other accountants. In fact 
David’s firm of Peat Marwick Mitchell are so 
enthusiastic about his racing that they have 
allowed him six weeks paid leave to do his thing. 
As well as motor racing, Manley is a fanatic 
athlete. training many evenings a week. In fact he 
would have gone into serious training but for an 


ailment which afflicted him from birth, but only 


showed up under great strain. 
So here’s David Manley, a man going about 
motor racing with professional team in a profes- 


sional way, determined that it should take him to. 


the top, and aware that organization is one of the 
first things to be licked. BC 


ced 


Desmond Burke-Kennedy . and. 


RUSS WARD 


Russ Ward has been one of the most consistently 
successful hillclimb contenders in recent years — 
third in the 1974 Leaders Championship, fifth in 
the Castrol/BARC series, second in the 1975 


Leaders Championship, and currently leading 


both Guyson/BARC and Leaders tables. His 
phenomenally rapid John Brown Motors Allard 
supercharged Sprite currently holds nine class 
records and holds outright production car records 
at Prescott, Loton and Wiscombe. Russ is a 31- 
year-old (“older than David Franklin, but nearly 
30 years young than Roy Lane”) electrical 
engineer from Churchdown in Gloucestershire, 
and is married with two young sons. His competi- 
tion career dates back to 1967 and is remarkable 
for both its success and for Russ’s loyalty to the 
Sprite theme — a point which is perhaps not 
insignificant when his completely confident and 
uninhibited driving style is analyzed. 

First major successes came in autocross in the 
Players No. 6 and BTRDA Championships when 
he was involved with the Gloucester-based team 
of John Jacques and John Bevan, and although he 
competed in his first hillclimb at Shelsley in 1967, 
Russ did not start preparing his Sprite for hill- 
climbing until 1970, by which time he had 
accumulated 45 autocross class wins, 30 of them 
in 1969. Since then development and success have 


progressed together. The supercharged engine 


set-up which endows the Sprite with such power 
(120bhp at the wheels) and torque took a lot of 
sorting but, apart from occasional overheating, is 
now very reliable, owing its success to the collec- 
tive labours of Aldon Automotive, Chosen 
Engineering, Allards — and Russ’s perseverance. 
Sponsorship comes from John _Brown Motors, 
who also support Russ’s temporarily sidelined 
brother-in-law Alan Cox. A replica of the Sprite, in 
its present form and using all new parts, would 
cost an estimated £2500. 

Russ is greatly attracted by hillclimbing which 
he finds both highly competitive and immensely 
sociable. ‘“The thing that amazes me more and 
more is how professional the sport is, and conse- 

uently how rapidly the times have dropped over 
the last few years. The first time I competed at 
Prescott I was in the 58-second bracket; now 
we're in the 50s. At Loton Park it was 69s. Now 
it’s 60s. The standard of preparation and ability, 
especially among the B contenders, would 
leave many a circuit racing lover astounded”. 

Russ is content to wait until he sees how things 
have worked out at the end of the season before 
thinking of long-term future plans, but in the 
meantime that little yellow-and-blue Sprite is one 


of the relatively few contenders in the production: 


classes with real crowd appeal. 


JOHN WEBB = 
It might have been an unfortunate clash of 
sponsors, but when John Webb (the man whose 


name is usually synonymous with “no, not that 
one’) took the Monsieur Rochas Elan to an 


’ outright win at Brands Hatch on Sunday, there 


was jubilation in the camp. Everyone likes to see a 
man who works hard be successful, and anyone 
who sees the Rochas equipe at the Classic Car 
Rochas rounds will know just what a neat, well 
turned out and friendly team Webb has put 
together through hard work. 

ohn Webb (“just turned 30, younger than Syd 
Fox’’) started racing in 1971 in 750F — “it wasn’t 
earlier because I got married” — when he shared a 
Centaur with Lyn Evans. “Very unsuccessful” 
was the only comment attributed to the year, 
although the following one was a little better and 
three third places also came with the ex-Albert 
Betts Jaguar Mk 1 which he borrowed. 

For the following year, Webb bought the ex-Tim 
Schenken F4 Chevron, and despite some good 
dices with Fergus Tait, the season wasn’t too 
good due to mechanical failures. The following 
year was a little better but by then the new 
chassis had come into the Formula and the 
Chevron became outdated. By this time, Webb 
was a director of F4 and in his search for a 
apt for the series, met Tony Gibbon, the MD 
of Rochas. Gibbon wasn’t interested in 
sponsoring F4, but was interested in Classic Cars. 

Webb, who works as sales manager for Len 
Street’s Lotus agency in Fulham, procured the ex- 
Eric Oliver Lotus Elan and went into the Classic 
Car Series, gaining second in class in the year 
with six wins and three lap records. 

This year, of course, the Rochas involvement 
hhas increased, the toiletries company now 
sranaorne ABE championship with ssic Car, 
and Ken Eady’s Elan joining the fold. Webb 
bought the ex-Ken Silverstone transporter which 
pou boasts Rochas paintwork. So far, he’s had 
our wins, including Sunday’s outright win, in 
which Eady’s Lotus came third. 

Webb really considers himself a single seater 
man, and really hopes to get into F3 or Atlantic 
next year. To keep his hand in, he’s bought the ex- 
Fergus Tait F4 Chevron B15. Webb lives in 
Hounslow with his vivacious wife Jean, his 
greatest supporter. His life is in racing he feels, 
and that perhaps is why he has such a tremendous 
fan in Tony Gibbon for his dedication and hard 
work for a sponsor; it’s certainly a good thing to 
hear a sponsor praising his driver, for Webb will 
do all he can both on and off the track. 


BC 


Reigning World Champion Niki Lauda took his Ferrari to yet another victory in Belgium last weekend, and now looks certain, to win this year s title as well. 


BELGIAN GRAND PRIX 


Nineteen to the dozens 


Ferraris and Ligier-Matra scoop 19 of the 25 championship points — Another runaway victory for 
Niki Lauda — Six-wheel Tyrrells fly the flag for Ford — Accident ends Amon’s fine drive for Ensign — 
Controversial performance by Hunt 


By PETE LYONS Photography by DAVID WINTER. 


As one by one other engines went silent, the strident cry of the Twelves seemed to come over 
more and more as a kind of Message of the Multis: Abandon hope all ye who enter here or 
anywhere else with an Eight, you’re not even running for third place any more. 

It wasn’t so much the sheer high quality of the Ferrari victory in Belgium last Sunday 
that so took everyone aback. After all, everyone has seen Niki Lauda start from pole 
position and run regularly and confidently, broken ribs or no broken ribs, straight to the 
flag. Clay Regazzoni necking Oe up, good old Regga, is nothing new either. But Jacques 
Laffite starting the Gitanes Li 


Race Data by ALAN PHILLIPS 


world championship 
of drivers | 
Round 5 


Suddenly it’s stopped bang fun. Niki Lauda had 
hoped an injection would free him of pain for a 


igier Matra from sixth place on the grid and easily and early 


pulling away from all the Ford-Cosworths. . .well, that seemed to introduce a new element, a 
sort of buffer protecting the Ferraris from the Fords. Memories are short, and predictions 
only last a fortnight in Formula 1, and Monaco could produce an upset — but nobody who 
spent an hour and three quarters at Zolder listening to the song of thirty-six screaming 
cylinders is ready to bet on it. 


Chris Amon’s Ensign, which looked set to win the Ford race until his shunt holds back from James Hunt’s smoking McLaren. 


four-day period; it didn’t, and he had to go back to. 
electroshock deadening treatment. “I couldn’t 
drive the car otherwise.’ World Champions can’t 
lay back and heal at home like normal people. 
Twice World Champion Emerson Fittipaldi 


a ae 


championship points. 


—E—EEE— orn ee ee ee 
trouble. chassts trouble. taming troubee. franc! 
trouble} but such a thing ran . Emerson went 
home without going through the prickly formality 
of standing by in first reserve position. 

Jacques B. Ickx, ranking ian Grand Prix 


Star, trying to qualify to do his 100th GP on this 
circuit where one corner bears his name; tryng 
hard enough to spin off twice and damage the car 
once; failing to make the show. He did come back 
on Sunday and stood by, just in case. 

The man who will always feel he rightfully won 
the Spanish GP was trying so hard to prove his 
point in Belgium that he shunted his intended 
race car, during the untimed Saturday mornin 
practice. “Just trying too hard. Car’s been handl- 
ing badly, oversteery sapany in, tried to get 
round it, lost it.” James Hunt did qualify, 
although not on his accustomed pole. You 
couldn't see him having much fun in Belgium. He 
did try to be smiling and clever, but his grins were 
brittle and his jokes were forced, and altogether 
he was as jumpy asa stud horse with a bad tooth. 

The whole weekend there in the sandy pine 
barrens of Zolder had a hard-work. sort of 
atmosphere. The grinding part of the season is 
under way now: show every two weeks, all the 
transport by road, no days off and not many 
nights either, hardly time to massage the existing 
bits properly between races, let alone to try to 
work up new bits; not a kind of motor racing you 
can describe as fun. 

What could be pr Seed and clearer-cut than 
motor racing? Yet all through practice there was 

0 about lap timing: was Patrick Depailler’s Elf 
Tyrrell six-wheeler actually fastest on the first 
day, handshakes all round? No, sorry. Did Fitti- 
palit actually do 26th best practice time, as his 
team and an independent team believed? Or was 
the lucky last man indeed Brett Lunger? That 
kind of uncertainty sours an entire meeting. 

Why do Belgian gate-keepers require to see a 
special pass, rather than accept the standard pro- 
fessional credential recognised throughout the 
civilized world? basa does the paddock at Zolder, 
home circuit of a full International Championship 
Grand Prix, possess but one little loo? Why do the 
local marshals when confronted with an incident 
— and they are presented with lots of incidents 
now their circuit has Safety Chicanes — persist in 
leaping out into the middle of the road, back to 
traffic, allina flap and carrying on like demented 
things, while their colleagues at the next corner 
back stand all three of them with not a flag 
unfurled, their faces turned in rapture toward the 
oncoming race totally oblivious of the developing 
disaster two hundred metres behind them? 

That happened during Ronnie Peterson’s 
accident. Two days before he’d very nearly had 
another accident — and a fistfight to go with it. 

“T didn’t know they wanted us to come into the 
paddock the back way after practice, they didn’t 
tell us. After I got the checquered flag and was on 


Mario Andretti eraate owed the noted tial of the John Player Lotus, although he didn't finish the race. 


my Sana ee lap, I came around onto the 
straight behind the paddock, and I was looking at 
my instruments to get the final readings, you 
know? Then I put my head up and the road is full 
of marshals! ‘ 

“They were waving all the cars into the back 
gate, but there was no Wo I could slow down in 
time, I was coming with about one hundred fifty 
miles. I had to swerve to miss one of the cars and I 
passed pretty close to one of the marshals. He 


-came to me a few minutes after and he was still 


quite upset and called me names and said I was a 
crazy man. But I said it was him who was crazy, 
to stand in the middle of the track without telling 


_me.” 


Not far to the east of Zolder the Belgian ground 
rises into the Ardennes, and there in the deep 
forest was once a circuit where Pedro Rodriguez 
and Seppi Siffert used to lap at better than 
160mph. OK, maybe that wasn't exactly ‘‘fun’’ if 
yeu had to do it (so say other drivers), but you and 

are either glad we saw it or regret we didn’t, and 
either way we'll remember it always. But for 
today’s Pelgian GP we have to gather at the 
Omloop Terlaemen where we are asked to believe 
that second-gear chicanes and 400 metre 
straights determine a valid World-Championship. 
Tell me, how long is it going to burn in your 
memory “how Niki and James and Jody used to 
hurtle round Zolder at 110mph, flashing on 
opposite lock through third-gear corners lined 
with threatening thickets of unforgiving catch- 
ne and lengths of deadly guardrail; ah, those 
were the days. ..” 


Impressive showing came from Alan Jones in the Durex Surtees, which ran well and earned valuable. 


iss 


And how about today’s cars: oh, that’s not a 
real F1 car, it’s wing end plates are a centimetre 
too long! Gosh, they are in real trouble, they’ve 
had to lop half an inch off the tops of their air- 
boxes this meeting! thinking about protestin 
that finishing position, suspect the driver duck 
his head below the roll-bar in scrutineering two 
daysago... 

h, you say you ’re going to lay down your own 
F1 car, that’s great; tell us some of the advant- 
ages of your team actually designing a car rather 
than buying one. What’s that? It’s simply to do 
with Constructors Points, getting in on the paid 
flights to Brazil and Africa? Oh, I see. . . 
Ah, me. To work. 


ENTRY & PRACTICE 

Let’s see, Zolder: damned hard on brakes, so fit 
thick discs and big calipers and more air scooping 
and ducting than seems reasonable. Need lots of 
engine oil coblieg and gearbox oil Sookie Be wise 
to go to the grid with comprehensive filtering in 
the engine intakes, too, it’s so sandy off the road. 

Ferrari: the two T2 Spanish cars, with one of 
last year’s Tls brought up to spec (with a small 
but distinctive difference in its windscreen-cum- 
engine-airbox profile). Lauda used this in practice 
when his race car’s engine made bad noises, 
apparently because it swallowed the wire nettin 
over one intake trumpet. Quite smoothly an 
stably put the race car on pole on Saturday after- 
noon, the only one of the fast men besides 
Scheckter Senay. to improve his speed over 
Friday’s performance. Regga’s Friday time held 
up for the front row. 

Tyrrell: very good show from the Elf Project 
34s, Scheckter’s brand new — only three not very 
helpful testing laps in the wet'behind it. Both his 
and Depailler's differing from Spanish configura- 


_ tion with smaller, simpler airboxes, as well as 


many brake scoops and an experimental brake 
pad of different material from Ferodo. Jody 
general happy to have the new car, but not a 

undred percent convinced about the brakes; said 
they felt odd and he frequently deliberatel 
Jpcitad them up, trying to find out which ones (if 
any) of the six locked first. (Amusing to note from 
the sidelines that a six-wheeler produces 50 per 
cent more tyre smoke!) Jody also had a funny 
engine problem, which wasn’t fixed by trying 
three different spark boxes. Both Tyrrells over- 
steering quite vividly, more than the drivers 
wanted, but they were reluctant to try much 
chassis tuning because, it was explained, the car 
was very sensitive to adjustment and the over- 
steer was preferable than swapping over to whole- 
sale understeer. The pair wound up second and 
third fastest overall to the Lauda Ferrari on 
Saturday, which was a nice reward for all the 
team’s work and enterprise; however, it was a 
matter of about half a second. 

John Player Specials: continuing to go com- 
paratively well, Andretti in particular saymg how 
good was the car and the team. A new rear wing 
profile along lines already adopted by several 
other teams, with a pronounced “vee” forward of 
the leading edge, was a noticeable improvement. 
But there was still gearbox trouble for him, and 
engine and chassis trouble for Nilsson; that was 
the first day, on the second the engine and gear- 
box gremlins swapped cars. Grid places not as 

igh as the drivers felt was representative. 

rabham-Alfas: rebuilt the whole side of the 
tub of Reutemann’s car after its Jarama crash; 
_now, at Zolder, Pace goes off during Friday after- 
noon practice and damages his even m— 


2 


which crashed when the Brabham’s engine broke. 


BELGIAN GRAND PRIX continued 


severely. All cars benifiting from revised front 
suspension, leaving the back to be improved next. 
“Tt’s the chassis we’re concentrating on at the 
moment,” says Gordon Murray, “they’ve gotten 
the engines going pretty well now.” Well enough 
to try more experimentation, on Pace’s car during 
practice only, with the SPICA fuel injection 
system in continued pursuit of better fuel con- 
sumption. Also tried a couple of alternative air- 
box arrangements, but retained the original 
design. Reutemann had a half-spin of his own, and 
also a clutch problem in the final session, and just 
missed matching his team-ma.‘e’s time. 

All four Marches had the revised front suspen- 
sion geometry, and also revised rear wing anchor- 
ing arrangements together with compact air- 
boxes; these last had to be modified to be slightly 
lower to meet the regs. Between the four cars 
there were various permutations of Lockheed and 
Girling brakes, the latter being massive calipers 
from the sports car world (the Martini Brabhams 
had them fitted as well). Peterson said his was 
going better than in Spain, and was driving with 
enjoyable verve; he suffered, however, from an 
electrical short at one point. Stuck, his white car 
carrying John Day Model Cars sponsorship now, 
had a Big Belt break once and also an ignition 
short which ended his final practice efforts in a 
cloud of fire extinguisher gas. The March drivers 
were this time scattered along the whole length of 
the grid, Brambilla as usual still the fastest of 
them all, fifth best. He looked fast. 

“T can show you violations of the regs on every 
car here!” asserted a Marlboro McLaren voice. 
“We're not the guiltiest, we’re just the caught- 
est!” Little Kiwi humour there. Lot of Kiwi work . 
to go with it, for modifying the trio of M23s to 
come within the width limitations across the rear _ 
suspension had been a far tougher job than an 
outsider might suspect. 

“We machined the insides of the wheels to bring 
them in towards the hubs a bit, and altered the 
inboard pickup points for the lower links — that 
was a lot of work — and shortened the driveshafts 
a little; about the only things we could just screw 
in shorter were the top links.” 

Ask the drivers if this minutely narrower rear 
track altered the handling of the car, and you: 
would get a pair of very dirty looks. Limit of Kiwi 
humour. 

The McLarens also had their oil coolers moved 
back from the right sides to the rears — but not at 
all for any reasons of legality. “In fact our coolers 
were never outside the regs in Spain, that was 
just a red herring thrown out by Ferrari. The only 
reason we’ve moved them back is that they cool 
peter back there, we’d have done it anyway for 

ere.” 

Mass avoided Bbunang his car, although it was 
handling about as badly as Hunt’s, giving a 
vicious, very obvious lurch to oversteer just as 
the drivers bent into the faster corners. Jochen 
did have some engine troubles as well, while 
James had first some gearbox bothers and then, 
in last practice, a bad misfire — so he never got a 
chance to show his stuff against Lauda’s fastest 


were trying different wheelbases and 


‘ FS a co eee pee a ees x 
Neither destined to finish: Carlos Reutemann in the Brabham-Alfa holds off Ronnie Peterson s Mare 


different length nosecones to go with them (“A 
matter of altered centres of pressure to go with 
altered centres of gravity’), concisely explained 
the new head of the design department, Dave 
Wass). Aerodynamicly speaking, there was also a 
vee-wing, and runs with and without airboxes to 
determine the altered airflow over them. Pryce 
used the T-car when an angie blew on the first 
day, but it wasn’t a lasting handicap, and he lined 
up with Jarier side-by-side on the exact middle 
row of the grid. 

Down at Surtees, Bret puna managed to have 
a bit of fun before the actual meeting got under 
way. Invited to participate in some sort of “do” 
put on by a certain cigarette manufacturer, he 
arrived early and managed to stuff the press 
handouts with material extolling his own 
cigarette sponsor’s product. . .He wasn’t smiling 
much during preckes for, apart from engine 
problems (which also affected Alan Jones), he had 
great difficulty getting up to speed in two 
particular corners of the circuit. It was only late 
in the last day — after some chassis changes — 
that he began to show up better, and was credited 
with the time which counted better than Fitti- 
paldi’s. Jones was having a better time at most 
stages, although late in the last hour his engine 
went very bad; he wound up on the eighth row. 

The Wolf-Williams cars had received sub- 
stantial reinforcement of the fronts of the tubs 
across between the upper pickups, and there was 
smoother bodywork to cover it, with neater brake 
ducting. Both cars were still on coilsprings, rather 
than rubber. Ickx, trying visibly hard, spun at the 
back chicane during the first practice and, as the 
engine wouldn’t restart, he lost the rest of that 
session. Later on he spun again, and dinged the 
front suepater this time. In the end, it was a 
matter of nearly a second which kept him out of 
his home country’s race — his own 100th GP: a 
very sad performance. Team-mate Leclere did 
manage to qualify, although right at the end of 
last practice e had a rear upright crack. 

“I’m looking at the front, now, I’ll tell you!” 
says Mo Nunn with a disbelieving grin. In point of 
fact, this quiet little Ensign team has been achiev- 
ing results which grow more outstanding by the 
fortnight as both they and Amon make 
steady progress towards competitive fitness. “We 
still haven’t got the rear end right,” said Chris 
candidly. ‘It’s still got no traction. It feels like it 
wants to fall over, but if we stiffen it we pick the 
wheel up.” To qualify eighth — fourth best Ford 
design — was more than good enough in most 

eople’s opinion. But there was better to come, for 
before the race a mod was worked out inside the 
oil tank, a matter of relocating some baffling, and 
the previously somewhat sluggish engine picked 
up vividly. 

Qualifying for a race did Ertl as much psychol- 
ogical good as it did Lunger. His Hesketh was 
handling better than in Spain, although not very 
well — the 308 was never a demon in slow corners, 
Harald says. New teammate Edwards in the Pent- 
house chassis gave a decent enough account of 
himself first time out in an obviously difficult car, 
but did not qualify; a misfire in the last session 
didn’t help. 


out to have been an even greater fuss about little 
than for the McLaren team. And easier to put 
right: the sole discrepancy was that the lower rear 
corners of the large Ligier end plates (nothing 
have A aerofoil pope shi an centimetre 
oo far back; it was fix y simply trimming 
them off! Can the allocation of championship 
points really depend on such things? 

It’s uncanny how the French car, supposedly 
and in fact obviously the focus of a far smaller 
operation than the Ferrari team mounts, so much 
resembles the Ferrari in its behaviour. Not only 
does the engine pour out lots of smooth — and 
loud — power, it seems to have the same smooth 
way of not upsetting the chassis unduly as the 
power varies. Anyway, the handling is very 
smooth. 

An odd noise in the engine (reportedly trying 
alloy liners) brought Laffite’s engine to an early 
halt in the final session, but sixth best grid time 
was impressive. Like the Ensign, the Ligier Matra 
seems to get better every time out. 

Not so the First National City PC3 Penske, 
which wasn’t handling at all well in Belgium. 
Watson reported that it would handle differently 
depending upon which direction he was turning at 
the time, and went on to say, ‘We can’t seem to 

et it balanced on these slow circuits.” a ryice 

oth the essentially identical cars didn’t help 
much, although it avoided time wastage when, on 
both practice days, there was engine trouble. The 
ninth row was the starting position for John. 

Reducing their effort to one driver only for the 
time being didn’t have much beneficial effect on 
the Copersucar results for the weekend. Fittipaldi 
said that although the car actually handled well 
enough — and it was obvious that he was driving 
it as hard as he knew how — it just wouldn't grip 
the road. He wasn’t making any progress when 
late in the last session his engine blew up. 
Jumping over to the nominally Hoffman car 
didn’t help either; Emerson did one lap equal to 
his best with his own car, and subsequently 
failed to match even that. 

Happily, both the RAM Brabham drivers made 
it onto the grid. Both Kessel and Neve had 
excursions from the straight-and-narrow, the 
latter actually denting his tub and breaking the 
front suspension near the end of practice; his 
team-mate managed to run out of petrol twice. 
But they qualified, and not at the back either. 

Another to go very encouragingly was the Boro 
(once an Ensign) of Perkins, which after sortin 
out troubles with tyre diameters and wheel 
balancing, and also changing a broken half-shaft, 

ot onto the 10th row. ‘I wish I could have gone 
etter, but it’s just me that’s slow,” opined Larry. 


RACE 

From the start, it looked like a hell of a race. 
Hunt, be et the second row, got his start 
right and whipped around Regazzoni on the 
acceleration to the first corner. That made it 
Niki-James-Clay-Laffite pouring on around the 


circuit, with Depailler trymg to hold off Brambilla 
and Amon, while Scheckter was coping with the 


pair of Brabhams. 
‘ There were anamolies right away, like 
Nilsson charging up as expected (his car put right 
by morning warmup) but falling back again in the 
next instant, his throttles jammed with sand. But 


_ for the first race of the day nobody crashed at the 


first chicane, or the second one, proving that F1 
drivers really are better than the average, and 
there were still 26 of them clustered together by 
the finish of the first lap. Nor was anyone break- 
ing away. Say, maybe this little-circuit racing has 
something at that. .. 

Lauda waited another lap. Then, settled in, feel- 
ing well, he started ph awe from Hunt at one 
and a half seconds a lap. Zoom — gone. 

So there were suddenly two races, the World 
Champion’s and everyone else’s, but the second 
one was pretty good. Brambilla got into fifth from 
Depailler and then Jarier overtook Andretti, both 
manoeuvres into the first corner, very close work. 
Then around the back of the circuit in the first of 
the pair of fast rights Brambilla half-spun, and 
was nearly tee-boned by Amon. Chris nearly 
stopped, and Scheckter overtook on the inside. 
Vittorio resumed, his orange nose damaged. Five 


aps. 

At six laps Regazzoni, crowding Hunt, charged 
down to the imside in the first corner. e 
McLaren gave way with a jerk, just missing the 
(Opposite) Jody Scheckter finds the six wheeler 
Tyrrell (top) quite a handful as did third man 
Jacques Laffite (below) with the Ligier-Matra in 
the latter stages. (Overleaf) Clay Regazzoni did a 

the Ferrari domination 


Perrari That put the Ligier next up behind Hunt. 
and Laffte tned at the second chicane to get by: 
wheels within wheels, the right flank of the blue 
car picked up a ring of scratched paint from the 
Hunt front wheel. Brambilla spun as he came 
across this; dust and yellow flags everywhere. 
Lap seven. : 

is was pretty heavy stuff! But it was that 
sort of a race. Jarier tried to outbreak Stuck, but 
no chance. Merzario was waving his fist at 
Watson. Andretti, an early stuck throttle cured, 
took both Brabhams on one lap. Depailler got b 
Laffite. Brambilla went missing, a driveshaft 
broken and hence robbing his rear brakes. Nilsson 
retired too, off the road with dust everywhere 
including inside the engine. Ten laps down. 

Lauda was clear of his teammate now by 44 
seconds; Regga had built up ten from Hunt. The 
MCLaren driver was only narrowly ahead of 
everyone else, certainly holding them up and mak- 
ing them pile up ever closer. Laffite fot back by 
mepeiler and then, 16 laps gone, finally squeezed 
by Hunt. Depailler followed his example next time 
round, likewise into the first corner, and one more 
time round Scheckter tried the same man. It 
actually came off, but Hunt got the six-wheeler 
back again immediately. Jody worked himself up 
again, and starting the 28rd lap gave it another 
mighty effort. McLaren came down the straight 
toward the middle of the road, protecting its 
entry, but then veered out to the normal line; 
Tyrrell whipped down to the opening; McLaren 
crowded over onto it; blue smoke and almost a 
touching; Tyrrell was through already but went 
ploughing on wide of the line; McLaren slipped 

ack around on the inside. Whew! 

Two laps more and Jody tried it one more time, 

ot up alongside on the inside at the apex; again 
there were puffs of blue smoke and the Tyrrell 
bounded its three left-side wheels up on the kerb- 
ing and once again gave best tothe McLaren. ~ 
ow many of us would have slacked off for a 
better think? Not Jody, he bore in again on the 
start of the 27th lap — and this time James 
stayed on the normal line and let him go through 
with feet to spare. So that, you can breathe now, 
was that! 

Situation was: Lauda and Regga, about six 
seconds apart, well clear of every other car. 
Laffite third, likewise alone, then the pair of six- 
wheelers running separately. Hunt was running 
along in sixth place, defending it now from the 
only remaining driver of the initial scrabble, 
Amon. Behind the Ensign was more clear track, 

unctuated at intervals now with solitary cars. 

e became aware that, but for James and Chris, 
it was all over. 

A bit earlier, Reutemann had had Peterson hot 
on his heels when in the middle of the first corner 
his 12 apparently tightened. The Brabham slowed 
abruptly — Ronnie at first thought Carlos had 
just missed a gear — on the way out; the March 
driver’s only option was a quick swerve to the out- 
side, but that put him onto the sparse grass cover- 
ing the sand and he simply lost control. The blue- 
and-yellow car went straight on towards the 
second turn but inereganiey far from the track, 
and finally crunched into the catch fences on the 
inside. Ronnie climbed out and, after a while, 
strolled back to the pits. Reutemann was there 
well ahead of him, retired. . 

There had been other dices. Pace and Jones, for 
one; Jarier and Mass, for another; Watson was 
just clear of Pryce, Perkins and Stuck; Leclere 
was hounded by and finally overtaken by Neve, 
while right at the back Lunger chased as close to 
Ertl as if the two were leading. But by the time 
the dicing among the fast end of the pack had 
ended, so had that farther back. 

Merzario: out with a valvespring apparently 
broken. Kessel: into the pits on lap two for a new 

ark box, out finally with a mangled CV joint. 

e same thing put Andretti out of his eee 
run; ‘‘Man, this car is workin’ good!” he enthused. 

Ertl stopped his dice with Lunger when his 
engine went west; so did Lunger’s not long after 
{although at first it was simply a broken exhaust 
pipe, later on there was a fuel leak causing 
pressure fluctuation and, ultimately, only 
minutes from the end, a small fire). Stuck: a wheel 
come loose — cracked nut, said a March man — 
which produced a lurid wobble at speed and an 
exploratory visit to the pits and ultimate retire- 
ment. Another clean sweep for the four-car March 
representation. Pace finished the Brabham side 

en for some reason, well before the end, no 


(Opposite) Niki Lauda and James Hunt having 
already gone through, Clay Regazzoni and 


Jacques Laffite head Vittorio Brambilla’s 
erratically driven March while the Tyrrells of 
Patrick Depailler and Jody Scheckter sandwic 
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Follow the leaders down Zolder’s back straight. 


more fuel came up from the bag tanks. 
Depailler went out of his fourth place when the 
engine went very wrong; a valve, he thought. He 


continued to express his thoughts on James 


Hunt: ‘You know, he was driving very wild, hold- 
ing everybody back. You ask Jacques who put a 
wheel into his car. You know, if he says all these 
things about these crazy French drivers like 
Patrick Depailler, he for sure should not drive in 
the same way himself!” 

But the efforts of the Ensign driver were soon 
hampered by first a wisp, then a cloud of blue 
smoke emanating from the back of the M23. Soon, 
the McLaren was putting up a real smokescreen 
under power, and chris opt 
visor was covered in black, as was the front of the 
Ensign, and surely the McLaren couldn’t last long 
losing this amount of oil. From his vantage point 
50 yards back down the road, Chris saw James 
finally come to a halt alongside the Peterson 
March. Gearbox seized. 

Scheckter seemed to have gone, now — but at 
over a second a lap the Ensign ate into the gap, 
and five og later a surprised Jody found his 

fourth place under attack. 

Chrissy pressed hard, moving up nearly along- 
side a couple of times, but not making it throu 3 
At about 50 laps gone he had begun to relax the 
pressure, just a little, and he was no longer firm] 

nose to tail when his car apparently lost its left 
rear wheel. It happened at speed, ha bend after 
where Brambilla had gone sideways. The red car 
hurtled very hard into the fencing and embank- 
ments on the outside and went onto its head, 
wheels and whatnot torn off but the main chassis 
intact. The driver doesn’t remember the actual 
incident, but he got out quickly by himself, 
through the 
rollover bar. He had bruises and aches all along 
the right side of his body, and in hospital at 
Antwerp he had attention to swollen and sore 


- Matra. But with his foot in it again, Lau 


to bide his time: his ~ 


ace left by the stout, broadly-based ~ 


So then it really was all over — unless you knew 
what was going on inside four ts. Lauda 
had in fact had a fright about the 50th lap, whe 
the smoothly ing Ferrari su 
sideways from under him. ‘Damn, I th t, it’s 
ips: aa for oe hs I backed off. a . 
a couple of laps it wasn’t ing again, 
think I — —- hit bee eal that I never — 

cking o rought his team-mate right uf 
behind, and also shrunk the gap to the Ligier 


da re 
established the intervals in their proper shape 
Regazzoni settled back imto his disciplined 
secondary position. Laffite, taking stock of the 
realities of the situation, went into a cruise for the 
finish. By now everyone both inside and outside 
of the cockpits was well ready for the finish. 

Especially the lad in the surviving six-wheeles 
Tyrrell, who was peniy relieved to see the Ensign 

one from behind because his own handling was 
‘funny’’. “There had been some vibration and at 
first I thought perhaps a shock absorber was 
duff. But really my. right rear wheel was rae 
in. I didn’t know it or I would have stop 
immediately, but the whole rear crossmember was 
cracked. Ken says there’s a scrape on my wheel 
but I honestly don’t have any recollection o! 
touching anyone, not even James...” 

Twelve cars left of the original 26 now, the lead 
ing pair cruised to the flag about three seconds 
apart. So many cars had dropped out thal 
frequently the track was empty and the air some 
what quiet. 

Against the dark pine trees at the head of the 
straight a small red dilation would occur in the 
atmosphere and rapidly swell into Niki Lauda’: 
Ferrari. For just a moment it was indistinct, « 
blob of colour shimmering in the refraction above 
the road surface; abruptly the outline hardened 
and the machine spurted forward from the back 

ound. Now the second car appeared, Clay 

egazzoni’s sister 312. Through the gears 
together, coursing up by the pits wall in full cry 
broadcasting the heavy sounds of their coming 
before them. A laconic, confident flash of inform 
ation from pits boards. For an infinitesimal 
instant the rich red gleam of sunlight broken by 
the shadow of the footbridge, flick — flick; thus 


-you gained at last a sense of how fast they wert 


travelling, but it was already obsolete data. The 
drivers had already begun the practised 
operations with booted feet and gloved hands 
that would pe their twin weights of kinetic 
energy down to levels that could be safely con 
tained by the first corner. 

Sixty, sixty-two, sixty-four times they had done 
that. Sixty-six, sixty-eight, sixty-nine; masterfu 
precision, flawless routine: the Ferrari team going 
through the formal motions of winning its fift 
GP of the year. ‘ 

It is now nine months, yes really, since any 
thing other than a Ferrari has officially won & 
Grand Prix. It’s certainly not a surprise anymore 
But the Belgian GP seemed to take the F1 peog 
aback. It really seemed to sink in this time t 
this is going to be written down in history as Th 
Twelve Cylinder Era. c 


Unique is the only way to describe the Elf Tyrrell six wheelers which ran well in the early stages, Patrick 
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Depailler leading Jody Scheckter and the ill-fated Chris Amon. 
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LAP CHART BY COURTESY Of NOAH TYRRELL 
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ZOLDER, Belgium: We did it. Second time out 
with the new six-wheel Elf-Tyrrell and we scored 
World Championship points. Fourth place and 
three hard-earned points in one of the hardest 
races I’ve ever run, with a nail-biting will-I-won’t- 
I finish. 

For 50 of the 70 laps, I was in the middle of a 
dipping, diving, tyre-smoking, place-swappin 
dice which was obviously providing as mu 
enjoyment for the participants as it was for the 
spectators. - 

Laffite, Patrick, James, Amon and I were really 
slogging it out. We fought for every opportunit 
to steal an inch of road and, because we all 
respected the other man’s ability, we were able to 

ass and repass each other in the braking areas. 
ree times I passed James under braking, and 
three times he took me back before we got to the 
next corner. We all passed Laffite, and he took us 
all again — one by one. It was that sort of race. 

Then, with 20 laps to go, I noticed my rear wheel 
in the mirror, sitting at a crazy angle I figured 
that somewhere down the line I may have touched 
wheels with someone and that a link was bent. It 
didn’t seem to upset the handling too much. So I 
carried on. 

In the last few laps of the race the handling 
began to get worse and the angle of the rear wheel 
became greater. I nursed it around to the finish 
without losing any places, to discover that the 
crossmember had broken and that the upright 
was supporting itself against the disc brake... . 

The dist was gradually wearing its way through 
the heaciaie It couldn’t have lasted very many 
more laps, that’s for sure! If I’d known what the 
problem was, I’d have come in to the pits and lost 
those points. Ignorance is bliss at times. And, for 
a change, Lady Luck seemed to be riding with me. 

The Ferraris took up the front row of the grid 
and Patrick and James were side by side on the 
second row. I was back on the fourth row. I 
imagine it must have been the memories of his 
collision with Patrick at Long Beach which 
spurred James into a brilliant start. He split the 

erraris into the first bend and held Clay at bay 
for five laps. Then Clay was through into second 
lace behind Niki, and they stayed in that order 
or therrest of the race. 

But what a different story it was in our bunch. 
Brambilla spun away his chances fairly jean on, 
and while the dust was flying I nipped past Chris 
Amon to tuck in behind Patrick. ess it must 
have looked pretty funny coming down into the 
braking area at the hairpin — two cars nose-to- 
tail, with 12 wheels between them. 

James was at the front of the bunch, which by 
then consisted of Patrick, Laffite, me and Amon. 
One by one we got pee James. My problem there 
was that, while I was lurking behind James 
looking for the right moment, I had Amon doing 
exactly the same to me. If I’d have got it wrong, 
or put myself in the wron i 
overtaking move, Amon could have come through 
and done the both of us. Great fun! 

Eventually I got past James and was able to 
pull away, which left him to hold Chris Amon off 
my tail. When James eventually prope out I 
was really quite sorry to see him go. He’d been 
doing a great job of holding Chris up. Within five 
laps, Chris was back looking hard at my gearbox 
and giving me more bother. 

Patrick went out, which moved me up another 
place, and I was pleased to see Patrick’s gesture 
explaining the reason for his demise as I came 
round next time. His engine had blown. 

Don’t misunderstand my meaning when I say I 

was pleased to see him explain the cause. With a 
new car like ours, there are all sorts of things that 
can go wrong. Like in Spain it was the brakes. 
And very often what goes on one car can go on its 
mate. It’s very niggling to be going round 
knowing your team car is out and not knowing the 
reason why. You sit there thinking things like, 
Jeeze, I wonder if it’s the brakes — and will they 
go on mine too? It was a comfort to know that it 
was an engine failure and not something on the 
car. 
There was no way that anything was going to 
alter the order of the two Ferraris out front, and 
there was no way that I was going to catch 
Laffite in that screaming V12 Meveeljcict It 
Was a perfect circuit for a 12-cylinder engine. At 
est I had the satisfaction of being the first V8- 
e=gined car home — and of becoming the first 
man ever to score World Championship points 
with six wheels. 

And what was it like to race the six-wheeler? It 
was the first time I’d driven the car in anger. Pre- 
viously I’d done a day at Silverstone, but the 
other day which we'd planned at Silverstone (the 
Tuesday before the race) was a ram-off, so I came 


lace to line up an: 


ad 


SeMESEE ASSES Oy OCC.) CT RR 


to Zolder a little light on experience with a new. 


.car which had only half a dozen laps on it. We’ 


knew that all the wheels turned, and it stopped, 
but that was about all. 
That it qualified on the fourth row is a tremend- 
ous tribute to Derek Gardner. I’ve said it before, 
but I don’t believe there are any other designers 
who can bring a car straight off the drawing 
board and haveit be instantly competitive. ~ 
It does demand a different technique, parti- 
cularly braking and turning into corners. It does 


have advantages which are quite noticeable to the 


driver, but fortunately not so noticeable to se 
tating opposition team managers (why should I 
Ene the secrets away here to help Colin Chapman 

uild his six-wheel Lotus?). It also suffers from 
certain minor handling problems which we know 
can beironed out. 

Success in Formula 1 racing today is measured 
by how close you can get to the Ferraris. It seems 
that at the moment only McLaren and Tyrrell 
are consistently Ferrari-worrying. I think our 
advantage may be in that we are just starting the 


Practice incident at Zolder; Jody learns more about the six wheeler’s handling. é 


development of a new car, while McLarens are at 
ae endl of their programme with their “vintage” 

23: 

Monaco is another tiny stop-go circuit which 
will favour the Ferraris. I’m just waiting until we 
get onto somewhere good and fast. 

The McLaren team were all a bit po-faced, 
which wasn’t surprising since they’d had a pretty 
tough week with the Spanish authorities turning 
down their appeal. On the first day of practice 
someone with a sense of humour in the team put a 
notice on the back of James’s car — Caution Wide 
Vehicle. I guess it didn’t appeal to Teddy Mayer’s 
legal sense of humour, it came off pretty quick. 

Everyone felt sorry for Emerson, non-quali- 
fying by a tenth of a second: the first race in his 
whole career in which he’s failed to make the grid. 

The other sad story of the weekend was Chris 
Amon’s crash when he was behind me in fifth 

lace. Chris has a reputation for being short on 
uck, and this was just another example of it. He’s 
the sort of genuine nice guy who really doesn’t+ 
deserve that sort of luck. What makes it even 
worse is that Mo Nunn and the Ensign team are 
working without any sponsorship on a near-zero 
budget, and Chris’s crash will probably have 
caused an enormous financial hic-cup in the 
team’s progress. That car was running every bit 
as quick as the rest of us, and I don’t think I 
would have bet money that Chris wouldn’t have 
got past me if he’d run to the finish. Mo and his 
little team have really busted the mystique of 
Formula 1 in doing what they have. They have 
proved that you don’t need a quarter of a million 
quid sponsor and a bus load of eee and 
mechanics to get yourself at the good-looking end 
of the grid. 

I bet Mo’s success has caused more than a few 
sponsors to think twice about where their money 
is going, and a few team managers to have red 
faces while explaining why they can’t keep up 
with Mo’s economy package. 

Max and Robin must be on their way home to 
wrap a cold towel around their heads and ponder 
their fortunes. That’s two races in which they’ve 
entered four Marches and had four non-finishes. 
The more cars you enter, the greater the chance of 
getting into the prize money. Orisit? — 

One of the things we are going to have to 
redesign in our new airbox. Not because it doesn’t 
work, but because it gives me a headache. True! 
It’s a full width affair which sits just inches 
behind my head. For some reason or other I get a 
blow-back effect, which causes a sort of mini-sonic 
boom. I can actually feel the sound waves 
booming off my helmet. I finished the race with a 
real king-size headache. 

One foreign journalist came and asked me how 
was the new car right after the race. I told him it 
gave me a pain in the ears. I think he must have 
misheard me, because he just looked amazed and 
walked away. 


the ediifor is not bound to agree with readers pi iC?S ga 


Stratos waved flag 


I am sure I write for the vast majority of rally 
enthusiasts when I extend my sympathy to 
Graham Warner and the Chequered Flag Team on 
the total destruction of their ‘Stratos’ on the 
Welsh — but it could have a been a bigger 
disaster!! . 

It is men like Graham Warner who have kept 
rallying as interesting as it is — men who will put 
time, money and effort into a project and show 
commitment to see it through. The fact that the 
Chequered Flag boss still wants to compete must 
be a measure of his endurance and determination. 

I am sure we all sincerely wish that something 
can be worked out with the Lancia works in Turin 
with regard to a replacement car. If the project is 
dropped now it will be a tremendous blow to 
rallying in the British Isles — with Ford’s 
domination of both forest and tarmac events, the 
Stratos has shown that it may well be an Escort 


ter. : 
In the meantime we look forward to seeing 
Cahal Curley’s Porsche c the “Flag’s 
colours” with style in Donegal this June. We are 
ie to our ‘Clarks, Vatenens and Colemans’ 
or the thrills and spills of the sport — but it is 
perseverance, determination and men who are 
repared to back the sport that give rallying its 
iner qualities, and indeed make it possible in the 
first place. 


BUNDORAN, DONEGAL 


PATRICK J. O’CONNELL 


Not in the best interest 


The present scheme, where Clubman Supersports 
help fill the grids of two litre races which do not 
clash with major “A” Class Championship rounds, 
is of benefit to everyone, but your suggestion that 
a combined long distance championship should 
replace the existing “A” Class Championship is a 
very different proposition. 

Formula Supersports has thrived since 1965, 
because it is competitive, well organised, and 
ideally suited to the amateur week-en 
contestant. The Supersports fraternity are 
unanimous to a man, that on the competitors side 
they do not want their formula to become any 
more professional. To make it so, would destroy 
its whole appeal and purpose. Two Litre ose 
on the other hand, is an International Class, 
wholly professional in concept. 

With the example of Can-Am, Interserie, 
F.F.100 and Group 6 to indicate the appeal of 
all enveloping bodywork, it is difficult to 
erstand what benefit would follow by 
changing regulations to debase the varied and 
distinctive appearance of Supersports. 

History shows that the success of any formula 
depends on the answer to three questions: Does it 
really fulfil a long felt want? Does it cover ground 
already covered by other successful formulas? Is 
it a relic of an earlier unsuccessful class? 

The suggested ‘Pinto Sports” do not seem to 
score very highly on any of these counts. 

Part of the proposal, however, does seem logical. 
With the RS200 
Group 1 rally tune, something similar to this 
could well be the lower cost,-less obsolescent 
alternative from Class ‘“‘A” Supersports that has 
been under discussion for some time. 

ROADE , NORTHAMPTON ARTHUR MALLOCK 


What it’s all about - 


The World Championship of Makes race at Silver- 
stone must rate as one of the finest long distance 
events held in this country for a very long time. 
Possibly, since the days of the Goodwood TT’s 
and latterly the BOAC 1000Kms. For many of 
those present it must be considered as ‘What 
racing is all about’. 

However, reading your report it would appear 
that thousands of enthusiasts missed out on an 
excellent day. A crowd of only 13,000 must be 
regarded as a poor reward for the BRDC who were 
courageous enough to stick their necks out last 

and to organise a race for an untried 
question which has to be asked is 
why only 13,000 spectators? 


0 engine quoted at 156bhp, in . 


All the i ients were there; perfect weather, 
six Formula 1 drivers (or ex), several to 
European names from sports and GT racing an 
some of the fastest machinery to be Found 
anywhere — in fact everything which in the past 
has been blamed for poor attendances. The reason 
then? Poor publicity. 

Living in the Midlands one would have 
expected to see adverts in every paper you picked 
up. Not so. If this situation occurred within 40 
miles of the race, what chance had the public got 
of even knowing anything about the race in other 
areas? 

Some of the blame, however, must rest with the 
BRDC themselves. Surely if a meeting is worth 


chine pat 12 months previously, it must 


be worthwhile promoting during the weeks 
leading up to race day. 

_ Another sad reflection was the lack of coverage 
in the Monday morning dailies. Neither the Tele- 
graph, Mail or coe carried a report, only 
results. It would be interesting to know if 
journalists from these papers attended, and if 
they did — why no story. Perhaps they were only 
there for the beer — someone else’s at that! The 
press have perhaps the best facilities at the 
circuit, the press club (which by the way wasn’t 
open), but they couldn’t be bothered to give ade- 
quate coverage. There were however enough 
people signing for armbands in the press office on 
race morning! I wonder who they were? 

I would suggest that the BRDC would be better 
getting their own Press Officer to put pen to 
paper, write the race report and circularise it to 
the media themselves for all the good the invited 
journalists are doing. After all, why should the 
Club’s promotional activities stop at the 
chequered flag. Let the people know what they’ve 
missed. 

Finally, congratulations to the BRDC for an 
excellent meeting — please put on another round 


nextyear. . : y 
MERIDEN, WARWICKSHIRE. . D. A. WHITE 


In times like these 


I regret that your scribe Nick Brittan resorts to 
such low tactics as criticising my respected friend 
Sid Offord. I have been out of touch with motor 
racing for the last eight years, but on buying your 
magazine recently, I was amazed that you 
employed Mr Brittan, who only seems to enjoy 
being an inferior Private Eye type of journalist, 


if he is not more discreet he will find himself in a 


similar position as the satirical Private Eye. 

It is sad how times change. i remember well how 
hard Sidney Offord worked organising rallies and 
spans for the Thames Estuary Motor Racing 
Club. They were great fun, I remember only too 
well when Stuart Turner navigated for Pat Moss 
in the 1960 Cats Eyes Rally, well before Mr. 
Brittan had any interest in a journalistic career 
with Motor Racing. 

Many new readers of your magazine as well as 
racegoers, I am afraid will never have the 
opportunity of reading and seeing many of the 
AUTOSPORT ex contributors write and race, 
namely the late Gregor Grant, John Bolster and 
Paddy McNally. Their reporting was interesting 
and factual, at the same time giving a driver’s 
view point. 

I well remember lap scoring in the 1000km at. 
Nurburgring for Paddy McNally when he shared 
his car with Warwick Banks, it was marvellous; I 
was trying to keep Paddy’s reporting up to date 
while he was driving, only to lose the report, when 
the car came into refuel as Warwick poured the oil 
on the exhaust causing the German fire crew to 
cover the car with foam. I remember that the car 
was second in its class and Warwick and Paddy 


had the most enormous amount of money, and on 


our return we found that they had received the 
pus money and Trophy for the best performance 

y a German driver in a foreign car! Anyway a 
good time was had by all, with the AUTOSPORT 
report written in the early hours of the morning to 
catch the press. In fact we only just managed to 
escape unscathed from the police as one of our 

arty at the hotel in Altenor decided to throw 

rankie Penn’s (AUTOSPORT photographer) dinner 
over the balcony at the same time as an open 


’ Police Porsche passed underneath the balcony!!! 
I know it is hard sport now, but please Mr. . 
Brittan do not get your knife out, let everyone — 


even in this difficult economic 


Joxun E. Bond -SMITH 


enjoy 
crssss.. 
NORWICH. NORFOLK. 


Cleaning-up the mess 


In reply to your report on the Brands Hatch 
meeting on the 25th April 76. 

I must say that you have left a very bad taste 
in the mouths of all Formula Vee drivers. Fancy 
i pies that one driver deposited 2 gallons of oil 
all round the circuit. What did he do — walk round 
with a couple of cans of the stuff? 


WALTHAMSTOW, LONDON. NICK JOSEPH 


De-coding the confusion 


In last week’s F2 report from Vallelunga, there 
seemed to be some confusion as to the correct 
Ardmore entry for Ray Mallock. I would like to 
put the record straight once and for all. : 
Ray used the ex-Coulon 742 at the beginning of 
last year and it was written off, due to no fault of 
Ray, in the Thruxton chicane incident. The car 


' was then rebuilt around a new monocoque chassis 


number 75B/U1 and is thus a 75B, and has been 
used ever since. 

In conclusion, may I wish Ray and the rest of 
‘Ardmore Racing all the best for the rest of the 
season and hope that they may achieve the 
success that they deserve. 


PRESTBURY, MACCLESFIELD CHRIS DAVIES 


Just for the record 


Although I rate your magazine very highly, I feel 
I must. put the record straight concerning 
the Peterborough/BTRDA Autocross report, 
irrespective of who reported it. My concern 
mainly, is for Mr Bob Light who set BTD on first 
runs. This bane his only run due to slight 
mechanical problems on second and third runs. 
Mr Light lost BTD by 0.1s only and his special is 
one not Voodoo II which happens to be mine 
and I was some 4 seconds off Mr Light’s pace. 

SWAFFHAM ROD TURNER 


Then as now? 


A reader’s letter from AUTOSPORT 25 
years ago — May 18, 1951: 


Once more we have been provided with 
concrete evidence that the Silverstone 
Circuit is unnecessarily dangerous. In the 
3} years since the Circuit was opened and 
during which time only six International 
Meetings have been held, the arrangement 
of marking the track by means of straw 
bales and sand-filled oil drums has been the’ 
cause of many accidents. Those that 
come to mind are Ansell, Bolster, Horsfall, 
Emery, and now Salvadori and Collins, and 
I believe there are others as well. In all 
these cases the cars struck the low 
obstructions at speed and overturned. 

There are few, if any, other circuits in 
Great Britain where a margin of safety is 
not left between the edge of the road and 
the protective bales or safety wall, which 
enables a driver who “runs out of road” a 
reasonable chance of correcting himself 
before striking any obstruction. This could 
also be the case at Silverstone without any 
relaxation of spectator safety precautions. 

At the present moment these ‘Marker 
Tubs” on the outside of the track are within 
10 yards of the edge of the roadway. These 
could easily be dispensed with by taking 
the edge of the roadway as the limit of the 
track and by painting this with a broad, 
white line. The barricade of straw bales 
could be withdrawn bodily 10 yards on to 
the grass verge, and the safety fence, 
grandstands and enclosures withdrawn a 
further 10-15 yards. Marker tubs could still 
be used on the inside of the corner as it is _ 
most unusual for cars to gyrate inwards 
against centrifugal force. 

The circuit can and should be made far 
safer than at present for competing 


drivers, and the expense of these 
alterations should not be spared m 
achieving that end. 

R_A.H. ARNOLD. 


Frank Sytner spins his Dulon at Lodge behind FF2000 race winner Vermilio. 


OULTON PARK 


short, sharp, not sweet 


Nine races in four hours is asking a lot of any 
organisation and, when the weather turns sour as 
it did at Oulton Park last Saturday for a short 
time, the strain begins to tell. Anxious not to 
waste a second, the first race was sent out on the 
warming up lap by the Clerk of the Course in the 
midst of a torrential downpour which sent cars 
sliding helplessly off the track and delayed the 
start anyway. The later FF2000 race should have 
been stopped after a serious accident to Mike 
Smith, and indeed some drivers saw crossed flags 
round the circuit which sent them into the pits, 
but the race, reduced to a five car farce, was 
allowed to continue. As for the Radio One and 
DJM Records promotions, they might just as well 
not have bothered so short were the gaps between 
races. It was not one of the BARC’s best efforts. 
Many of the FF1600 regulars came along for the 
DJM Records race and for the first heat the 
familiar yellow Hawke DL15s of Derek Warwick, 
Derek Daly and Rick Morris should have com- 
prised the front row. However, Daly fell foul of 
the floods, hitting the barrier hard at Lodge on 
the warming up and damaging a leg, some ribs 
and his neck, although he was back at the circuit 
before the end of the day after a visit to Chester 
Royal Infirmary for X-rays. By the time Daly and 
the other accidents had been cleared away, the 
reduced grid was faced with a wet track but no 
rain. Morris took the lead, never to be headed al- 
though he was pressed at first by Jim Walsh’s 
ial RP21 until the Irishman was ousted by 
Warwick at Lodge on lap five. It was much drier 
for the second heat, John Brgy leading all the 
way in his Royale RP21 with Rod Bremner’s 
Crosslé 30F never more than a few feet behind. 
These two were in a class of their own, sharing 
fastest lap and finishing 14s ahead of third man 
Mik DeeinhisVanDiemenRF74.  —_—_. 
The final was reduced to 10 laps and developed 
into the anticipated struggle between Morris, 
Bright, Warwick and Bremner while Walsh 
tagged along a few lengths behind after a brief 
excursion at the folly on the first lap. Morris led 
at first and thought he had it in the bag until his 
car began to develop impossible understeer, 
forcing him to relinquish the lead to Bright who 
was in turn usurped by Warwick after a couple of 
iepsin front. The four cars remained in a furiously 


and dockage: bunch to the end, only: 
it 


Morris falling away alittle although not quite into 
the clutches of Walsh. Warwick and Bright, after 
much wheel rubbing and chopping, crossed the 
ime 0.2s apart with the Hawke just ahead but the 
way es were going, it looks as though another 
Mallory Park fiasco is brewing up. Dee finished a 
sixth in his old Van Diemen after Geoff 

ailes had spun his Royale RP21 at the Folly 


just before the end. 
i, drivmg an Opel-manu- 


Tony Lanfranchi, 
factured advertising hoardmg for Mayfair 


magazine, made light work of the opposition in 
the main Radio One production saloon race for the 
three costlier classes, Ivan Dutton’s Century Oils 


Capri leading for only the first lap. Dutton stayed - 


second, under increasing pressure from Rod 
Birley’s Hometune Capri without ever looking in 
real danger, while Brian Pepper lost fourth place 
on the last lap to Gordon Bruce’s Capri when his 
Opel’s engine momentarily cut out at the Folly. 
Gerry Marshall’s Hamilton Motors Vauxhall 
Magnum, fourth on the first lap, fell back to sixth 
to win its class easily and defeat most of the 
heavier metal, while Peter Slade’s Aridn Mazda 
RX2 pe one over John Brindley’s almost un- 
beatable RX8 on this occasion for the next class, 
although not before both had been initially out- 
paced by Paul Haywood-Halfpenny’s RX3 until 
the Wessex Finance car first of all lost top gear 
and then the fan belt, the latter causing its retire- 
ment. Despite the still damp track, Lanfranchi 
equalled the 7 record on his way to a 10s 
victory. There’s life in the old dog yet! 

The non-championship FF2000 event, in the 
Polydor series of pop group races, was reduced to 
a futile fiasco in a series of separate incidents on 
the third lap. Leader Ian Taylor retired his Dulon 
MP18 when all the water leaked out of the 
cracked cylinder head; Roger Orgee’s Elden PH18 
and Jock Robertson’s Hawke DL14, lying fifth 
and sixth, came togather at the Folly as the 
former slowed when the oil pump fell off; and 


Sark, crashed heavily at 


lose racing for second spot in the 1275 GT event betwee 


worst of all Mike Smith, lying last but one in the 
y Hill, the car hitting 
the end of the armco, overturning and catching 
fire. Debris covered the track as marshals 
attended to the badly injured Smith at the side of 
the road. Crossed flags were shown to some 
drivers, including Divina Galica, who brought the 
ex-Ann Moore Elden into the pits thinking the 
race was over. Frank Sytner and Bernard 
Vermilio also slowed drastically thinking it was 
all over and a couple of laps later a fire tender 
drove down the middle of the track under the 
white flag in front of race leader Geoff Friswell, 
who was immediately caught by the few re- 
maining runners, Stuart Baird’s Hawke having 

one when it hit the battery from the Sark as it 

y in the middle of the circuit. First Sytner and 
then Vermilio caught and passed Friswell and the 
Merlyn took the lead from Sytner’s Dulon two 
laps from the finish when Frank lost his gears at 
Druids on the last lap he spun at Lodge while 
trying to regain his position, and before he had re- 
covered, Friswell was through to take second. 
Phil Clacher’s Alpine A364 was fourth and Divina 
joined in again when she realised the race was still 
on to take a distant fifth. Fris had the consolation 
of a new lap record for his lost victory. 

Nick ML showed how it should be done in 
the Esso Uniflo special saloon round, his superb 
Escort BDG taking the lead from Tony Rosen’s 
ex-Mick Hill Capri-Chevrolet on the second lap 
and pulling inexorably away. Rosen was caught 
and passed by Colin Hawker’s DF VW but both 
hit trouble. First Rosen, whose car had re- 
discovered its mysterious misfire, had a front 
upright break and then Hawker found himself 
running out of brakes which allowed a charging 
Tony Sugden to snatch second place on the 
penultimate lap with his trusty and immaculate 
Escort BDE. Tony Dickinson’s Escort BDA was 
well in contention too, taking a strong fourth. 


n ‘Alan Curnow and Stephen Soper. 


as cx Geol! Gases X= 

l-Etres by chasing Rob Mason's 
Bevan Imp for all he was worth, only to spin the 
Fiat 850 twice, the second time terminally against 
the armco at Clay Hill. 

Apart from Nick Wadham’s Scarab, most of the 
front runners in the Formula Vee race spun at the 
Folly on the first lap, but Tim Flynn m another 
Scarab recovered particularly well and soon 
arrived back in second place. Wadham seemed 
just out of reach but a misfire set in and the gap 
was very much smaller than it might otherwise 
have been at the finish. Edward Jones’s Alpha 
was better than most but had to be satisfied with 
third, after David Roffe’s DJ Vee had retired with 
an engine which cried enough. 

To the unbridled delight of driver Paul Taft and 
tweaker Colin Thomas, the Motospeed Mini 1275 
GT ran away with the British Leyland Challenge 
race, the Longman cars of Steven Soper and Alan 
Curnow disputing second most keenly but well 
behind. The concurrent £1600 class of the Radio 
One championship was won as usual by Danny 
Alderton’s Honda Civic which this time was not 
its usual reliable self for it lost all but top gear 
about halfway through. The South African’s lead 
was by then such that he was able to stay ahead 
of Trevor Moore’s Avenger 1600 for the rest of 
the race by an ever reducing margin. 

The Farthings are closing in on Alex Ferrada 
whose Ace Plant Mallock can:e the closest it’s 
been this year to being beaten by the two young 
ex-karters from Littlesea Holiday Park. Don the 
elder headed the challenge at first in his Mallock 
MkI16E until Steve the younger went past, madea 
bid for the lead at Lodge, spun, and ended in the 
bank with his Mallock Mk11/14B. Don emulated 
his younger brother at the Folly on the very next 
lap but pert clear of the scenery, and rejoined to 
be passed by Nick Scott and Ian McCullough in 
more Mallocks. Scott proved a difficult man to 

_Tepass, the three U2s scrapping like FFs while 
Dud Moseley closed in from the back row of the 

id in yet another of that ilk. Eventually Don 

arthing found a way past Scott but. it was too 
late to tackle Ferrada again, who consequently 
took another nine Oceanair points to extend his 
considerable lead still further. Moseley muscled 
past McCullough on the last lap and all but 
caught Scott after a good drive. ( 


IAN TITCHMARS 


Formula Ford 1600, heat 1 (6 laps): 1, Rich Morris (Hawke-Scholar 
Bric 7m 56.4s, ge tals 2, Derek Warwick (Hawke-Minister 
DL15), 7m 58.2s; 3, Jim Walsh (Royale-Scholar RP21), 8m 0.4s. 
Fastest lap: Warwick, 1m 17.4s, 76.93mph. 

Formula Ford 1600, heat 2 (6 laps): 1, John Bright (Royale-Smith 
RP21), 7m 32.2s, 79.00mph; 2, Rod Bremner (Crosslé-Rowland 
30F), 7m 32.6s; 3, Miki Dee (Van Diemen-Rowland RF74), 7m 46.6s. 
Fastest lap: Bright and Bremner, 1m 13.05, 81.57mph. 

DJM Records Formula Ford 1600 Championship round (10 laps): 
1, Warwick, 11m 28.4s, 86.49mph; 2, Bright, 11m 28.6s; 3, 
Bremner, 11m 30.0s; 4, Morris, 11m 32.6s; 5, Walsh, 11m 33.2a; 6, 


Vermilio et NSE olar Mk 28), 16m 56.2s, 87.89mph; 2, Geoff 
Friswell 
at 


n 
Gilkes, 1m 17.0s, 77.33mph. 
National Formula Vee Championship round (10 !aps): .1, Nick 
Wadham (Scarab), 12m 31.4s, 79.24mph; 2, Tim Flynn (Scarab), 
12m 33.6s; 3, Edward JoNES (Alpha 73V), 12m 52.8s; 4, Geoffrey 
Rushe (Wooller), 13m 17.6s; 5, Nick Hawkins (McNamara Sebring), 
13m 27.2s; 6, Alex Lowe (Valiant Chevee), 13m 50.2s. Fastest lap: 
n, 1m 10.6s, 84.34mph (new record). 

Cars Mini 1275 GT Championship round (15 taps): 1, Paul 

Taft, 20m 24.2s, 72.95mph; 2, Steven Soper, 20m 37.8s; 3, Alan 
Curnow, 20m 37.8s; 4, Geoff Till, 20m 53.85; 5, Jim Burrows, 21m 
102s; 6, Roger Saunders, 21m 20.4s. Fastest lap: Taft, 1m 20.2s, 
74.24mph (new record). BBC Radio One Production Saloon Car 
Championship round up to £1600 (14 joes 1, Danny Alderton (1.2 
Honda tr Saphly 26.0s, 67.99mph; 2, Trevor Moore (1.6 Hillman 
: 31.0s; 3, Pete Smith (1.2 Honda Civic), 21m 0.6s; 4, 
Markey (1.2 Lada 1200), 21m 16.0s. Fastest lap: Alderton, 


im 25.0s, 70.05mph (record). 
Oceanair Ciubmen's Car Chav peosiic round (15 laps): 1, 
Alex Ferrada (Maliack U2-Davron Mk 168), 17m 8.2s, 86.86mph; 2, 


U2-Holbay Mk 1 
17m 21.4s: 4. Dud Moseley (Mallock Us- 
= 218s: 5. . 


), 17m 17.2s; 3, Nick Scott — 


Jeff Allam keeps his Vauxhall in close company with Miles’s BMW on his way toa class win. 


SNETTERTON 


Hawkers VW 
eases away 


The BARC smoothly ran nine races in just four 
hours at Snetterton last Sunday — a unique 
achievement at the Norfolk venue. They were 
assisted by a day free of major incidents and 
rewarded by both a good measure of close racing 
and a larger than normal number of spectators 
revelling in Snetterton’s second successive sunny 
race meeting! Championship wins were gained in 
the organiser’s Modsports series by John Cooper 
(Porsche 911) and Ian Hall (Mini Jem) while 
saloon victors were Tony Lanfranchi (Opel 
Commodore) in the Britax Production car round, 
Colin Hawker (DFVW) and Pat Mannion (Imp) in 
Simoniz and Forward Trust 1000 Special Saloon | 
qualifiers, and Chris Tyrrell taking his fifth 
straight victory in the Mini 850 National 
Challenge. Single seater winners were John 
Brown (Delta 1RF4) in the Formula Four series, 
Matthew Argenti, getting off the mark with his 
Royale RP21 in the non-championship FF1600 
event and Alan Baillie with the FJ Lotus 20 — an 
excellent day’s racing. 

A large ay for the Mini 850 Challenge race 
meant that only the fastest 26 could qualify for 
the point-scoring 8 lapper, the unlucky ones being 
allowed to run later in the day with the smaller 
‘Special Saloons. Feature of the race was the bares 
exciting three-cornered battle for the lead wit. 
Chris Tyrrell and Bob Addison motoring side-by- 
side most of the way and Terry Pudwell watching 
and waiting a mere car’s length behind. A relieved 
Tyrrell ran out the winner, when his unfortunate 
rivals faltered, stretching his winning run to five 
with the Calbrook car so that he now heads both 
the Mini 850 and the overall Leyland Cars series. 
Addison had a moment at the Esses on the 
penultimate lap, while at the same time Pudwell’s 
car began to misfire with a recurrence of the 
fuel feed problem it suffered in practice. As 
Pudwell struggled on waiting for the rest to rush 
past him Addison recovered and set off deter- 
minedly after Tyrrell, only for the engine to blow 
in a big way as he exited Coram for the last time. 
This handed second place to Pudwell in the 
Lawrence Mini, who just made it to the line in 
second before Graham Woskett and sparring 
partner Hugo Shipley arrived. Woskett won the 
race-long bout by 0.2s. Fifth was Martin Goodall 
who spent the race climbing the lap chart and . 
sixth Martin Moorhead who spent it dropping 
back from his front row grid position. 

Second event was for Formula Junior cars, with 


11 runners Peraune at greatly differing race 
speeds. Alan Baillie headed the parade, enjoying 
himself immensely as he brought the lap times of 
his Lotus 20 down to a new record. Thirty seconds 
behind Baillie was Arther Curnow (Cooper Type 
56) who maintained his advantage over Nick 
Greenhalgh with an earlier Cooper although the 
latter had begun to hint that he wanted to change 
the order at half distance. 

John Cooper quickly established that he and his 
Porsche 911 mount were the fastest combination. 
on the track in the larger Modsports race an 
then relaxed to let those following regain his 
scent: Jonathan Palmer had worked his 3.0 
Marcos GT through to second, from his third row 
starting position and proceeded to hound the 
leading car. The tale nearly had a sad ending for 
the jovial Cooper when the Porsche began 
misfiring and on the last of the ten laps the 
winning ae ae was just a car’s length, both 
being credited with the same race time. Also with 
the same race time were third and fourth men 
Dave Bettinson (Caterham Super 7) and Robin 
Gray (Morgan +8): Bettinson’s advantage was an 
even slimmer third car’s length as the V8 powered 
Moggie clawed its way to the finish line. Class 
runner up to Bettinson was Jon Fletcher (Lotus 
Elan), Jon having led both Bettinson and Gray 
before being outgunned when all three arrived at 
the Esses at the same time on the last lap. Ian 
Marshall, whose practice time suggested he 
should have been in there mixing it, also, with the 
ex-Jackie Oliver GLTL Lotus Europa, made a 
terrible start and spent the race picking his way 
through the back-markers. 

Colin Hawker led every one of the ten laps for 
the Simoniz Special saloons. The rare sounding F1 
engined saloon blasted its way around to an 
impressive 20s victory over Nick Whiting, driving 
his regular 2.0 Escort. Whiting, in turn, quickly 
opened a similar gap over third placed Tony 
Sugden 1.8 Escort. Fourth was 1001-1300 cc class 
winner Graham Goode (1.3 Escort), the only other 
unlapped runner. Goode was initially headed _by 
Peter Baldwin’s 1.8 BDA engined Mini, only 
getting ahead of the fwd car at half distance just 
before an oil pipe broke leaving Baldwin with no 
reward for the all night session he had put in 
fitting a new engine. 

The non-championship FF1600 eight lapper 
produced another superb dice for the lead. 
Matthew Argenti, having his first dry race since 
changing to a a RP21, swapped the lead 
throughout with Mike Thompson (Rostron CT75), 
with Glenn Eagling (Van Diemen) shadowing 
their every move. Experience told in the end when 
Argenti allowed his rival to lead at the end of lap 
7, then slipping ahead at the end of the new 
straight from where he held his advantage around 
Coram, through Russell and to the chequered flag 
to win by just 0.2s. Eagling, troubled by a 
geabbene front brake, was a further 0.2s b in 


Three more cars broke away from the pack 
> 


—E EEE ——— ——————————— 


—— 


SNE TLTERTON continued 


to dispute fourth with David Sears (Van Diemen) 

very well before gear selection became 

i le: as the disappointed driver curtly 
stated “you can’t go anywhere without any 

ars.” This left Alex Hawkridge (Royale RP21) 
ust ahead of John Poxon (Crossle 25F), a position 

e Bee onto until the close. 

Rod Birley (3.0 Capri) headed the field away for 
the Britax Production Car championship round. 
Birley was demoted to second by Tony 
Lanfranchi (Opel Commodore GSE) on lap two, 
but despite the constant pressure from the 
challenging. Derrick Brunt (BMW _ 3.0 Si) and 
Brian Beppe (Opel:Commodore GSE) it wasn’t 
until the final corner of the tenth and last lap that 
Birley was pushed down to third. Lanfranchi won 
comfortably but as his pursuers were in sight of 
the finishing line a mix up with a back marker 
allowed Brunt to out manoeuvre Birley. Ere 
was a very close fourth while John Brindley, who 
had initially hung onto this trio, settled for a 
comfortable class win and fifth overall. Other 
class winners were Jeff Allam (Vauxhall Magnum) 
after the challenge from Nick Whiting’s similar 
car ended with a broken gear box, and Roger 
Eore (Avenger) who was always well clear of his 
rivals. 

John Brown took a while to warm to his task in 
the F4 event, but after working his Delta IRF4, 
with its smart new livery, ahead of both Alex 
Lowe (Chevron B20) and Roy Lewington 
(Brabham BT28) he won easily. Lowe was 
sidelined by a blown engine when a comfortable 
second and Lewington wisely pulled out of third 
when the engine began to cut out. Bruce West, 
having his first drive in the ex-Gambs/Lorina 
Boughton GRD 373, inherited second and 
successfully” defended it from Eddie Heasell 
(Brabham BT38C). ae 

The Forward Trust 1000 Special Saloon round 
produced another superb battle; this time the lead 
was a straight contest between Ginger Marshail, 

(1.0 Mini Clubman Estate) and Pat Mannion (1.0 
Imp) with Mannion winning by 0.2s after ten close 
fought laps. Roger Gill, third overall, won the u 
to 850 class with his Imp setting a new lap record, 
with the small class runners-up David Enderby 
and Geoff Gilkes, both Mini mounted, also 
finishing ahead of the next 1000cc car, Duncan 
Kirk’s Mini. 

The smaller Modsports cars ended the acked 
programme. Ian Hall (Mini Jem Mk II) won 
overall, setting a new 1151cc to 1500cc lap record 
in the process. It appeared that the 1.0 litre 
Davrians of Simon Packford and Pat Longhurst 
were going to finish rumners up in formation after 
Longhurst had improved from a lowly fifth row 
a position to third on the road in the opening 

p. Although Packford took an easy second an 
the small class award, Longhurst was being 
troubled by a severe vibration with the other car 
and only by gritting his teeth and hanging on was 
able to repass Ian Bax, who soa ee his 1.5 
Midget ahead at half distance, and claim third. 
Richard Gamble (1.4 Midget) made a big last lap 
effort almost catching both Bax and Longhurst. 


ANDY LEEDER 
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12m 15.85, 4. Hugo Shipley. 12m 16.0s. 5, Martin Goodall, 12 
22 6s: 6, Martin Moorhead, 12m 25.8s. Fastest lax Pudwell and 


<= 


Fastest fag: Cail 1m 22.8s, 83.35mph (establishes rey 
BARC Modified Sports Car Champion (10 
2000cc and 1501-2000cc: 1, John Cooper (Porsche 911), 12m 


Palmer; 3, Gray. Fastest lap: Cooper, 1m 15.2, 91.77mph. 1501 
2000cc: 1, Bettinson, 88.12mph; Jon Fletcher (Lotus Elan); 
3, Rob Haigh (MG MA). Fastest lap: Fletcher, 1m 16.4s, 90.33mph. 

Simoniz Special Saloon Car Championship round (10 laps) — over 
1300cc and 1000cc to 1300cc: Colin Hawker (D , 1lm 48.6s, 
97.39mph; 2, Nick Whiting (2.0 Ford Escort), 12m 11.4s; 3, Tony 
Sugden (1.8 Ford Escort), 12m 38.0s; 4, Graham Goode (1.3 Ford 
Escort), 13m 08.6s. Over 1300cc: Hawker, 97.39mph; 2, Whiting; 
3, Sugden. Fastest lap: Hawker, 1m 08.8s, 100.31mph. 1001 to 
1300cc: 1, Goode, 87.51mph; 2, Bob Morey (1.3 Mini-Cooper S); 
3, Ted Taylor (1.3 Mini-Cooper S). Fastest lap: Goode, 1m 15.8s, 
91.04mph (equals record). 

Formula Ford (8 es ity 1, Matthew Argenti (Royale-Scholar RP21), 
10m 17.0s, 89.48mph; 2, Mike Thompson (Rostron-ASD CT75), 10m 
17.2s; 3, Glenn Eagling (Van Diemen-Scholar RF76), 10m_17.4s; 
4, Alex Hawkridge (Royale-Minister RP21), 10m 27.4s; 5, John 
Poxon (Crossie-Minister 25F), 10m 27.85; 6, Robin Dollar (Van 
Diemen-Rowland RF76), 10m 36.4s. Fastest lap: Thompson, 1m 
15.4s, 91.53mph. 

Britax Production Saloon Car Championship round, over £2400, 
£2001 to £2400, £1601 to £2000 and up to £1600 (10 laps) — 


‘SILVERSTONE 


on an Plus 8), 13m 03.2s. Over 2000cc: 1, Coope 
to 


Ps 
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1m 35.2s, 72.49mph. 
Richardson IRF4), 12m 25.6s, 92.56mph; 2, Bruce West (GRD 373), 
12m 55.8s; 3, Eddie Heasell (Brabham BT 38C), 12m 57.0s; 4, Mike 
Whatley (Brabham-Holbay B 214) 13m 06.2s; 5, Bob Laughton 
flocag eet 764), 13m 39.0s; 6, Mike Wilder (Chevron-Nelaa 
9/15), 9 laps. Fastest =? Brown, 1m 12.2s, 95.58mph. 
Forward Trust 1000 al Saloons Champi i 


Up to * 1, Packford, 
83.31mph; 2, Longhurst; 3, Richard Whidbo MG Mi . 
apres ee ig urne ( rc) idget). 


Happy mixture for all 


Each year that amalgam of motor clubs, the 
Eight Clubs, organises a meeting at Silverstone 
aimed very much at the competitor. Last Satur- 
day’s was just one of these with three high-speed 
trials, four handicap races and five scratch races 
— two of these being for the 750MC’s formulae. 
Apart from these latter two races, the selection of 
cars for each race was pretty arbitrary and any of 
the few spectators could have been reasonably 
excused for being confused if brought up on a diet 
of FF, Special Saloons, etc, but all the com- 
petitors no doubt enjoyed the carefree, relaxed 
atmosphere of a real club race meeting. The 750F 
race saw a runaway win for Chris Hague’s 
Wessex CH767 while the very exciting F1300 
round was resolved in the favour of Jim 
Ravenscroft (Messer 2A) after a spirited attack 
from Hugh Nicholls (Bladon BRL 3). 

The pe ene ciared at noon in blustery con- 
ditions with three high-speed trials — two were 
runin dry conditions, one in wet, and the first race 
was of the scratch variety in very wet weather. As 
a result aE seven cars came to the grid. Ed 
Reeve’s modsports MG Midget led most of the 
way before losing it. under braking letting Simon 
Watney’s E type through to win despite a 
challenge from Peter Coombs’ Coombs Spore, 
Reeve recovered to take third from the Cooper S 
of Vandervell Award leader David Carvell. 

Although the rain had stopped the track was 
still very wet for the first handicap race. This was 
won by the generously handicapped but well 


‘Silverstone: A typical Eight Clubs mixture streams through Woodcote during the wet but enjoyable afternoon. 


driven Porsche 356 of Mel Clarke. Clarke took the 
lead on lap three and held onto the end.ahead of 
the long duel between Christopher Gilbert (HRG) 
and Nigel Rosser (Alfa Romeo Giulia). Fourth 
place was taken by the fastest man on the track, 

imothy Woolley, in his 3 litre Dutton Malaga 
and but for an early spin he might have finished 
higher up. 

By now the keen wind was drying the track and 
by the end of the F1300 qualifier it was quite dry 
on the line. Early on Jim Ravenscroft (Messer 2A) 
battled for the lead with Robert Davis (Davis) 
until Davis had a aaiek spin at Becketts. This let 
Robin Parr’s HROW catch the Messer and 
dispute the lead but no one was reckoning on 
Hugh Nicholls who had started from way down 
the grid in his Bladon BRLS and was eleventh 
after one lap. Nicholls drove a blinder and carved 
right through the field in the treacherous con- 
ditions to catch the two leaders at Woodcote on 
the last lap among some backmarkers. After a 


heart-stopping moment the three came out 
abreast with Ravenscroft just holding the lead 
from Nicholls and Parr although all three were 


accredited with the same time. Vic Waterhouse 
(who had a quick spin in his U2 Mk1 4B) was next. 
up holding off Charles Allen (U2 MKIIB) and the 
recovered Davis. A number of other drivers 
indulged in spins the most costly being to Ron 
Sadler (Centaur) who had been fourth at the time. 
A scratch race for mainly sports and saloons 
was next on an almost dry track and was totally 


Saves DS oe See Ct Dues fuse 2m 
i ewer toe 17.6 wm ove pole man Rodney 
who Grove well m his Jaguar XK140.A 
likely wimmer would have been Martyn Clemence 
in Alen Goodman's Lotus Elan for having started 
from the back of the grid, Martyn carved through 
to second spot before coasting into the pits with a 
dead engine. In third eventually was the winner of 
the first dice of the race, Christopher Bellworthy 
(3.0 Capri) who held off the smart but twitchy 
Cooper S of Howard Lester. 
Another 5 lap handicap followed and this time it 
was Peter Jackson’s turn to beat the handicapper 
for he was clearly the fastest car on the course 
and took the lead with over a lap left to win by 
over 10s in his Lancia B21. Early leader Geoffrey 
McAuley (Jowett Jupiter) was a safe second from 
Tony Standen’s Porsche Roadster in a fairly dull 
race. 
There was never any doubt about the winner of 
the 750F race for Chris Hague led off pole in his 
Wessex CH767 totally to dominate the event, 
pulling out an ever increasing lead to win by 
18.4s, no less. A good scrap for second place 
enlivened the race as Tim Green (Time Mk3), Bob 
Simpson (Special), Rob Wells (Warren 500) and 
Lyn Evan’s Centaur Mk2 fought it out. Unfor- 
tunately Evans was sidelined with a dead engine 
which left Simpson to grab the place from Green 
on the last lap finishing almost side by side with 
Wells in tow. Richard Tyzack (DNC Mk3A), Bob 
Wright (Centaur) and Roland Nix (Wessex) com- 
pleted the serious contenders. 

Chris Hill’s 1.8 U2 twin cam highlighted the 
last 5 lap handicap by carving through from 
scratch, passing up to ten cars a lap, to seize the 
lead on the last lap and win after a good drive. 
Richard de la Rue was slightly less handicapped 
in his: U2 Mk16 and followed Hill through just 
grabbing second on the line from Gordon Dennis’ 
Morgan Plus 8. John Butler’s Angood was 
another Clubmans car to come through well 
taking fourth place on the line from the man who 
led most of the way, Mark Rigg’s Lamborghini 
Melira S. 

John Maycock drove his Triumph TR3A well to 
lead the last scratch race from start to finish 
holding a fairly constant buffer over Timothy 
Woolley’s extremely: sideways 1.6 Dutton 
Malaga. Peter Jackson’s well driven Lancia B21 
took third from Tony Standen whose Porsche Ho 
beat the MGB of mip Aone after a racelong 
duel. The race was hi ightod by the ridiculously 
ws postures taken by Peter Defee’s Jaguar 


A 10-lap Inter Club Handicap race closed the 
day and once again Chris Hill took his U2 to a 
good win making up over a lap to win from Adrian 


Bertorelli’s Alfa Romeo GTV. Hill was also a 


member of the victorious club — the Singer OC. 
PETER RICHINGS 


Scratch (7 laps): 1, Simon Watney (3.8 Jaguar E), 9m 53.0s, 
68.33mph; 2, Peter Coombs (1.6 Coombs Sports), 9m 53.6s; 3, Ed 
Reeve (1.3 MG Midget) 9m 56.6s; 4, David Carvell (1.3 Cooper S), 
10m 29.4s; 5, John Butler (1.6 Angood Clubman), 10m 34.6s; 6, lan 
Mason (4.0 Aston Martin DB4), 10m 53.0s. Fastest lap: Reeve, 1m 
18.4s, 73.84mph. pcs t 

Handicap (5 laps): 1, Mel Clarke (1:6 Porsche 356), 7m 49.0s, 
65.19mph; 2, Christopher Gilbert (1.6 HRG), 7m 51.8s; 3, Nige! 
Rosser (1.6 Alfa Romeo Giulia), 7m 53.0s; 4, Timothy Woolley (3.0 
Dutton Malaga), 8m 2.2s; 5, John Lucas (1.6 Porsche 356), 8m 3.6s; 
6, Bob Meacham (2.4 Jaguar), 8m 9.4s. Fastest lap: Woolley, 1m 
23.4s, 69.41mph. : 

Formula 1300 Championship round (10 laps): 1,-Jim Ravenscroft 

. 54mph; 2, Hugh Nicholls (Bladon 
RL3), 13m 18.0s; 3, Robin Parr (HROW), 13m 18.0s; 4, Vic 
Waterhouse (U2 Mk14B), 13m 21.8s; 5, Charles Allen (U2 MkIIB), 
13m 23.6s; 6, Robert Davis (Davis), 13m 24.2s. Fastest lap: 
Nicholls, 1m 13.8s, 78.55mph. : 

Scratch (7 laps): 1, Gordon Dennis (3.5 morpat Plus 8), 8m 43.0s, 
74.48mph; 2, Rodney Bolwell (3.4 jaguar 140), 9m 0.6s; 3, 
Christopher Bellworthy (3.0 Ford Capri), 9m 9.4s; 4, Howard Lester 
1.0 Cooper S), 9m 9.6s; 5, Bob Meacham (2.4 Jaguar), 9m 33.4s; 6, 

ristopher Gilbert a8 HRG), 9m 33.8s. Fastest lap: Martyn 
Clemence (1.6 Lotus Elan), 1m 12.8s, 79.52mph. 

Handicap (5 laps): 1, Peter Jackson (2.5 Lancia B21), 7m 39.0s, 
68.26mph; 2, Geoffrey McAuley (1.5 Jowett Sunien, 7m 49.4s; 3, 
Tony Standen (1.6 Porsche), 7m 55.0s; 4, Clive Sayer (1.3 MG 
Midget), 7m 57.8s; 5, David Richland (3.9 Allard K.1), 8m 0.2s; 6, 
David Long (1.6 Porsche 912), 8m 1.0s. Fastest lap: Jackson, 1m 


12.4s,79.96mph. . : 

Handicap (5 laps): 1, Chris Hill (1.8 U2), 6m 18.0s, 91.02mph; 2, 

ichard de la Rue (1.6 U2 Mk16), 6m 21.6s; 3, Gordon Dennis (3.5 
Morgan Plus 8), 6m 21.6s; 4, John Butler (1.6 Angood Clubman), 6m 
30.0s: 5, Mark Rigg (4.0 Lamborghini Muira S), 6m 30.0s; 6, 
Grahame Bryant (3.5 Morgan Plus 8), 6m 30.8s. Fastest lap: Hill, 1m 
1.0s; 94.90mph. 

Scratch 7 pape 1, John Maycock (2.0 Triumph TR3A), 9m 30.6s, 
7102mph; 2, 
Peter Jackson (2.5 Lancia B21 
Porsche), 9m 52.4s; 5, Ricky 
Edgar Valentine (1.6 Porsche 356), 9m 58.4s. Fastest lap: Maycock, 
im 19.6s, 72.72mph. 


9m 45.0s; 4, Tony Standen (1.6 


inter Club Team Handicap (10 laps): 1, Chris Hill (1.8 U2), 11m. 


imothy Woolley (1.6 Dutton Malaga), 9m 35.0s; 3, . 
odmore (1.8 MGB), 9m 53.2s; 6, - 


Mike Salmon’s winning Aston Martin lea 


BRANDS HATCH - 


race from John Harper’s Ferrari 


Webb's race of attrition 


Last Sunday at Brands Hatch was a time for 
nostalgia, especially for those who remember the 
fifties and sixties. Houbigant, the perfume house 
who sponsor Simon Riley’s sprint Brabham BT33, 
had got together with the AMOC to provide the 
large crowd with a wonderful historic sports car 
meeting. The organization was taultlons, the 
weather dry and every race exciting — what more 
could one ask? 

Only the very last lap of the final race spoiled 

the day, for the two leaders, Richard Thwaites 
and John Harper, crashed at Surtees as they 
lapped a backmarker, leaving this Rochas/Classic 
Car round to John Webb’s Elan. Other winners 
included Mike Salmon (Aston Martin Project 212), 
who was later to drive the very same Ford GT40 
in which a Le Mans crash effectively ended his 
serious career. Mike Ostroumoff and Rupert 
Glydon in their Lola Mkls beat a Lotus 11 
challenge which must have brought back 
memories, while devotees of an earlier age will 
have enjoyed Peter Mann’s victory in ERA R9B. 
Richard Pilkington led home the two Alfa Romeo 
T33s in a display of what sports car racing should 
be about, a Lister battle saw victory for John 
Beasley and an XK120 fight — the laurels 
for John Harper. The Astons had a race for 
themselves, Roger St John Hart’s Zagato 
defeating a determined Robm Hamilton. 
Old rivalries were revived in a Jaguar versus 
Ferrari versus Aston Martin race. The battle for 
Paddock the first time was between two superb 
motor cars, Viscount Downe’s Aston Project 212 
driven by Mike Salmon and John Harper in the 
unique GTO-based Ferrari Breadvan. The Ferrari 
was away first but Salmon took the lead in the 
corner and held it to the very last lap when 
Harper (“It’s a load of fun, isn’t it?”), who had 
been hounding him all the way went right round 
the outside of Druids and took the lead down 
Graham Hill. Unfortunately Harper, along with 
fourth and fifth place men, Ian Moss and John 
Goaté in their Aston Martins were excluded from 
the results as their wheels extended their wheel 
arches. Dave Preece’s Jaguar XK120 came a 
lonely third while, officially, fourth and fifth 
places went to Robin Hamilton (Aston Martin V8) 
and the Hon. Amschel Rothschild in one of the 
very first E-types. 

One was transported back to 1959 as the first 
four in the HSCC Group 1 race A age quickly 
away from the rest. Once again the Lola MkIis 
beat their Lotus rivals helped by spins at Druids 
by both Tony Goodwin in his ex-works Lotus 11 
and, earlier on, by Michael Wetherill in the car 
that was built to meet the Lola challenge, the 
Lotus 15. Rupert Glydon led for the first three 
laps before Michael Ostroumoff took him over the 
start line. Glydon now had to fend off the two 
Lotus before closing back to within one second of 
the winner at the finish. Wetherill and Goodwin 
(‘It’s like riding a cicycle with two flat tyres’’) 
finished some way back after their spins. The rest 
of the field were lapped but the next three cars 
were all class winners: Robert Mansfield (Frazer 
Nash Florio), Roy Martin {Aston Martin 
DB3) and John Lucas (Porsche 356). 

The Mann brothers dominated the Vintage and 


Venerable race with Peter Mann in the ex-Peter 


‘Waller ERA R9B and Chris Mann in his ex- 


Scuderia Ferrari Alfa Romeo P3 Monza. The Alfa 
got away first with Peter Mann still pumping 
vigorously at the ERA’s fuel pump. However the 
Voiturette quickly closed on the Italian GP car 
and for six laps hounded it. To a cheer from the 
ere i Ps the ERA then drove all the way round 
the outside of Paddock to take the lead which it 
then consolidated. Way, way back another battle 
for third place between Robert Cook’s Rile 
Merlin Special and Mike Zimmermann’s MG N- 
type ended only on the penultimate lap when the 
MG spun in Clearways, still recovering to beat 
Richard Loveday’s Le Mans for fourth. > 

The good old days of Group 4 were back for the 
next race, the Houbigant Trophy race (all the 
races were named after Houbigant products). On 
pole sat Richard Pilkington in the Alfa Romeo 
33/3 which won the BOAC 1000 here back in 
1971 in the hands of Henri Pescarolo and Andrea 
de Adamich. Second up, came a newer Alfa, 
Martin Morris’s 1972 T33/3TT while Malcolm 
Clube’s old prototype McLaren MIC also shared 
the front row. However sitting on the second row 
was Mike Salmon in another of Viscount Downe’s 
cars, the Ford GT40 that Salmon himself crashed 
in flames at Le Mans, this being his first appear- 
ance in such a car since that date. Salmon com- 
plained that the Ford seemed slower than the 
Aston he had used earlier, the ex-Wyer engine was 
playing up, it would not hold its plugs, an oil pipe 

ad burst and the pressure was low. He was not 
too optimistic for the race. John Beasley in his ex- 
Jim Hall Lister Corvette shared the row. Mention 
must be made of the Ford GT40 lurking on the 
back of the grid in its misleading Gulf colours. 
This ex-Mike Spence road car, now brought up to 
full race specification and owned by Chris Long, 
was being driven by American, Woody Harris. 
Unfortunately one of the modified Lola wheels 
had come loose near the start of practice and 
although Harris had stopped in time he had not 
done enough laps and had to start at the back 
with a 10secs penalty. 

. Pilkington was first into Paddock with Clube in 
chase. Morris and Salmon were locked in combat 
and, what was this, Harris had started with the 
rest. That will not do — a full minute’s penalty 
here, even if it was done “for the sake of the 
crowd’. On the second lap Salmon got past 
Morris although he had to use all the road from 
Paddock to Graham Hill to do it. Pilkington was 
pulling away, and then on lap 7 Clube slowed 
dramatically. and stopped after Paddock with 
seized brakes. At the same time Morris retook 
Salmon and slowly closed on his fellow Alfa pilot 
who, lights ablaze, eventually led him over the line 
by about 14s. They were followed by the two 
GT40s with Harris really having carved his way 
through the field from the rear. His penalty put 
him way back leaving fourth to Nick Green’s 
McLaren Mk8C which had taken class winner 
Beasley at Clark three laps from the end. 

Houbigant had allowed deadly rivals Rochas to 

have a round of their championship at this 
meeting. Thus, the under two litre sports racmg 
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cless of the BRochas/Classic Car series jomed the 
Historic sports racing cars for the next race. With 


Bobby Bell leading John Beasley off the grid it 
first developed into a fine battle of the Listers, the 


ir locked in combat and pulling away from the 


pair 

rest of the field. On the third lap Beasley took the 
lead entering Paddock. Bell threw his big car 
around but was unable to make up for the 
difference in power between his Jaguar engine 


and Beasley’s Covrette power. The next three all 


pet themselves out of contention on lap four with 
rian Cocks (Lotus 23B) spinning in Graham Hill 
bend and the Listers of Chris Drake and David 
Beckett colliding on the same lap. However, 
charging through from the tail of the field after a 
very poor start came the Eastern Carpets’ Elva 
Mk7s of Mike Wood, who used to tend Richard 
Thwaites’s McClaren M10B. Coming up to take 
Michale Ostroumoff’s Lola on lap 8, he grabbed 
third place at Paddock, lost it again at McLaren 
and eventually took it for good at Druids the next 
time round. Frank Lockhart’s evergreen Rover 
Special was the other class winner. 

The Oldham & Crowther/Dunlop Thoroughbred 
cars came out next for a non-points scoring race. 
Straight away the Jaguar XK120s of Dave Preece 
and John . er took control. To Harper’s 
consternation Préece took an immediate lead. 
Knowing how difficult his old rival would make it 
to get past Harper decided that, unlike the first 
race, he would use the first opportunity to seize 
the lead and this he did along Cooper Straight. 
Preece did not give up and be all the road and 
more harried Harper for the full ten laps. On the 
last lap he tried extra hard but with back markers 
all over the track it was not on. Far back in a 
lonely third and fourth came John Chatham (A 
Healey 3000 Mk1) an class winner Reg Woodcock 
(Triumph TR3) while the smallest class went to 
Jeremy Trace’s Elva Courier back in sixth. 

The Astons had the next race all to themselves 
with road versus track in the shape of Robin 
Hamilton’s V8 and Roger St John-Hart’s Zagato. 
Hamilton threw the big car around to lead for the 
first couple of laps before St John-Hart took the 
lead along Cooper straight. It was rather like the, 
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st lap challenge bem d as Hamilton 
ck marker. Ian 


McLaren by a 


with a la 


was baulked mto 


brakes were useless, there were hardly any gears 
and the trailing smoke indicated the rings had 
gone. Yet still he came fourth in a huge field! 

The Rochas/Classic Car round finished the day 
with yet another two car dice for the lead, this 
time between Richard Thwaites in his Easterns 
Carpets ex-Tony Dean Brabham BT8 and Richard 
Harper out again in the Breadvan. For nine laps 


Jaguar/Ferrari/Aston Martin challenge (10 laps): 1, Michael 
Salmon (4.2 Aston Martin Project 212), 9m 23.4s, 76.68mph; 2, 
David Preece (3.8 Jaguar XK120), 9m 40.8s; 3, Robin Hamilton (5.3 
Aston Martin V8), 10m 15.6s; 4, Hon. Amschel Rothschild 3.9 
Jaguar E-type), 10m 15.8s; 5, Anthony St.John-Hart (3.7 Aston 
Martin Zagato), 10m 22.2s; 6, lan Mason (4.0 Aston Martin DB4), 9 
laps. Fastest lap: Salmon, 55.2s, 78.26mph. 

HSCC Group 1 (10 laps) — overall and sports-racing up to 2 litres 
class: 1, Michael! Ostroumoff (1.2 Lola Mk1), 9m 46.8s, 73.62mph; 2, 
Rupert Glydon (1.2 Lola Mk1), 9m 47.8s; 3, Michael Wetherill (2.0 
Lotus 15 Series 111), 10m 05.6s; 4, Dr Tony Goodwin (1.1 Lotus 11 
‘Le Mans), 10m 33.0s. Fastest lap: Glydon, 57.4s, 75.26mph. Road 
sports to 1600cc class: 1, John Lucas (1.6 Porsche 356), 
64.50mph; 2, John Lyon (1.6 Porsche 356A); 3, S. A. Standen (1.6 
Porsche Roadster). Fastest lap: Lucas, 1m 05.2s, 66.26mph. Road 
sports from 1601-2600cc class: 1, Robert Mansfield (2.0 Frazer 
Nash Targa Florio), 65.43mph; 2, Anthony Smith (2.0 AC Ace), 3, 
Trisha Pilkington (2.0 Frazer Nash Le Mans Replica). Fastest lap: 
Mansfield, 1m 05.0s, 66.46mph. Road sports 2601 and over class: 
1, Roy Martin (2.9 Aston Martin DB Mk3), 64.74mph; 2, James 
McMurdy (2.9 Aston Martin DB Mk2), no other starters. Fastest lap: 
Martin, 1m 05.0s, 66.46mph. 

Vintage and Venerable (PVT) (10 laps): 1, Peter Mann (2.0 ERA B- 
type), 10m 34.0s, 68.14mph; 2, Christopher Mann (2.6 Alfa Romeo 
Monza), 10m 37.4s; 3, Robert Cook (1.5 Riley Mertin Special), 11m! 
16.8s; 4, Mike Zimmermann (1.3 MG N-Type), 11m 24.0s; 5, Richard 
Loveday (1.5 Aston Martin Le Mans), 11m 26.8s; 6, Michael Williams 
(1.5 Aston Martin Ulster), 9 laps. Fastest fap: Peter Mann, 1m 01.8s, 
69.90mph. 

Sports, GT and Group 4 sports cars (10 laps) — overall and Group 
4 class: 1, Richard Pilkington (3.0 Alfa Romeo T33/3), 9m 12.8s, 
78.15mph; 2, Martin Morris (3.0 Alfa Romeo T33-3TT V8), 9m 14.4s; 
3, Michael Salmon (4.7 Ford GT40), 9m 19.8s; 4, Nick Green (6.0 
McLaren Elva-Chevrolet), 9m 33.6s. Fastest lap: Pilkington, 53.0s, 
81.51mph. Sports and GT cars class: 1, John Beasley (5.3 Lister 
Corvette), 74.61mph; 2, Bobby Bell (3.8 Lister Jaguar); 3, Patrick 
Keen (3.5 Morgan +8). Fastest lap: Beasley, 56.2s, 76.87mph. 

Historic Sports Racing cars (10 laps) — overall: 1, John Beasley 
6.3 Lister Corvette), 9m 25.2s, 76.43mph; 2, coy Bell (3.8 Lister 
Jaguar), 9m 28.4s; 3, Mike Wood (2.0 Elva Mk7S), 9m 38.2s; 4, 


the last lap as they came up to lap Jem Marsh 
who was returning to racing with a Marcos GT 
all happened. The two leaders tried to take Marsh 
on either side into Surtees. The result was two 
bent motor cars by the side of the track ane 
Marsh limping to the finish with a puncture 
Victory was thus inherited by one of Rochas’ own 
cars, John Webb’s Elan, which had won a race 
long battle with Brian Classick’s Iso Grifo Le 
Mans. The other Rochas Elan of Ken Eady 
finished third. Besides Webb and Classick, the 
other two class winners were Sid Hoole (Cooper 
Monaco) and Ralph Canby (Elite). 
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Michael Ostroumoff (1.2 Lola Mk1), 9m 39.6s. Over 3000cc: 1 
Beasley; 2, Bell; 3, Christopher Stewart (3.0 HWM). Fastest lam 
Beasley, 55.2s, 78.26mph. 2001-3000cc: 1, Frank Lockhart (3.0 
Rover Special), 72.51mph; 2, Simon Phillips see Frazer Nash); 3. 
Christopher Mann (2.0 ERA meee: Fastest lap: Lockhart, 58.0s. 
74.48mph. Up to 2000cc: 1, Wood, 74.70mph; 2, Ostroumoff; 3. 
Rupert Glydon (1.2 Lola Mk.1). Fastest lap: Wood, 55.6s, 77.70mph. 

Thoroughbred Sports Cars (10 ee — overall and over 2700cc 
class: 1, John Harper (3.8 Jaguar XK120), 9m 32.4s, 75.47mph; 2, 
Dave Preece (3.8 Jaguar XK120), 9m 33.6s; 3, John Chatham (3.C 
AH 3000 vei 9m 53.2s; 4, Reg Woodcock (2.2 Triumph TR3), 10m 
03.6s. Fastest lap: Harper, 56.0s, eae 1651-2700cc class: 4, 
Woodcock, 71.57mph; 2, Alan Ede (2.2 Triumph TR2); 3, Andrew 
Ledingham ae Triumph TR3). Fastest lap: Woodcock, - 58.8s, 
73.47mph. Up to 1650cc: 1, Jeremy Trace (1.6 Elva Courier Mk1), 
69.81mph: 2, John Lucas (1.6 Porsche 356); 3, John Trace (1.6 Elva 
Courier). Fastest lap: Trace, 1m 00.6s, 71.29mph. 

Aston Martins (10 taps) — overall: 1, Roger St.John-Hart (3.7 
Zagato), 10m 04.0s, 71.52mph; 2, Robin Hamilton (5.3 V8), 10m 
06.2s; 3, lan Mason (4.0 DB4), 10m 20.0s; 4, Win Percy (4.0 DB4), 
10m 35.4s. Standard Production (Feltham) class: 1, James Murray 
(2.9 DB2/4 Mk2), 63.97mph; 2, John Moss (2.9 DB2/4 Mk2); 3. 
James McMurdy aoa DB Mk3). Fastest lap: Panay, 1m 05.4s, 
66.06mph._ Standard Production (Newport Pagnell) class: 1, 
Hamilton, 71.26mph; 2, Mason; 3, Percy. Fastest lap: Hamilton, 
59.4s, 72.73mph. Standard Production Competition class: 1, 
St. John-Hart; 2, Julian Cottrell (3.7 Zagato DB4G N); 3, Rachel Goat 
(3.7 Zagato PEAS). Fastest lap: St.John-Hart, 58.2s, 74.23mph. 

Rochas/Classic Car Championship round (10 laps) — overall: 1, 
John Webb (1.6 Lotus Elan $1), 9m 38.0s, 74.74mph; 2, Brian 
Classic (5.3 Iso Grifo Le Mans), 9m 39.0s; 3, Ken Eady (1.6 Lotus 
Elan), 9m 52.6s; 4, Brewster Righter (4.7 AC Cobra Mk2C), 10m 
05.0s. Up to 1300cc front engined GT class: 1, Ralph Canby (1.2 
Lotus Elite), -ointph: 2, Jem Marsh (1.3 Marcos au 3, Jack 
Batson (1.2 Lotus Elite). 1300-3000cc front engined GT class: 1, 
‘Webb; 2, Eady; 3, Bill Nicholson (1.8 MGB). Over 3000cc frort 
engined GT class: 1, Classick, 74.61 mph; 2, Righter; 3, Hon Amsche 
Rothschild (3.8 Jaguar E-type). Over 2000cc Sports Racing: 1, Sid 
Hoole (2.7 Cooper Monaco), 70.45mph; no other finishers. Fastest! 
laps: not given. 


KNOCKHILL 


Saloons ease depression 


With their initial meeting of the season cancelled 
because of snow, the Lothian Car Club could 
hardly have experienced worse conditions than 
those prevailing last Sunday at Knockhill. As the 
racing started, a strong wind blew across the 
circuit bringing with it driving rain. Nevertheless, 
the seven-event meeting was run off smoothly 
and those gallant souls who braved the blast were 
rewarded with some entertaining racing, some of 
the best being laid on by the production saloons, 
the race being won by Andrew Small in his Capri, 
while Ian Forrest annexed the small engined 
Special Saloons race in his Drambuie Imp after 
leaders Laurence Jacobsen and Hugh Chalmers 
had departed the fray in their Imps. Another 
turn-up for the books found habitual Formula 
Ford winner Stu Lawson go off the track 
momentarily to allow Duncan Hall a_ well 
deserved victory in their Hawkes as Iain McLaren 
had the gremlins again return to his Chevron’s 
engine almost certainly losing him two races, first 
to Richard Jenvey in the new Vogue V2 and then 
to Norman Dickson (Modus) in the Libre event. 
‘Twelve laps of Production Saloons started the 
meeting with Andrew Small getting his Capri 
past the Four Woods Disco Mazda of Tom 
Meldrum on the opening lap to dictate the race, 
but the latter was set about at mid-distance by 
Ian Gardner who really had his Celica GT 
motoring on this circuit. Then two laps later 
Andrew Jeffrey pushed the Sports Car Breakers 
Dolomite Sprint past for third place, but 
Meldrum fought back and retook the place, as Vic 
Covey’s Mazda fought off the attentions of Bill 
Struth’sMagnum. | 

The Formula Ford race had Stu Lawson and 
Duncan Hall in command with the Hawke DL15s, 

adually easing away on the BHOnery. track from 
Peter Morrison (Crossle 25F), this trio opening 
a gap on the field led by Brian MacMichael 
(Crossle 20F), Geo Franchitti (Hawke DL15) and 
C. Binnie (Hawke DL2A). With two laps 
remaining Lawson got on to the grass sufficiently 
to allow Hall to wrest the advantage which he 
held to the flag, Lawson setting fastest lap in 


eens second place from Morrison. 
e small saloons set off apparently scorning 
the greasy track, with the Cutherbertson Dairies 
Imp of Lawrence Jacobsen leadig the Lothian 


car of Hugh Chalmers, as Ian Forrest eased the 
Drambuie version in pursuit ahead of the battling 
Saltyres Mini of Jim Philp and Lambert’s Lamart’ 
car, and John Fyda fought his Imp through 
from the back of the grid. By mid race Jacobsen 
and Chalmers were out, leaving Forrest in 
command from Fyda with Eric Paterson (Mini) in 
third for Colvend having passed Angus Young 
(Mini) and Lambert. Ian Gardner in his Celica 
joined this race and enlivened proceedings with 
his exuberant cornering using all the track and 
the verges to take fifth place. 

The Clubmans Sports and GT race had Ian Mc- 
Laren holding pole with his Chevron B26/31, 
having next to him, Richard Jenvey in the brand 
new Vogue V2 entered by Lester Ray, while Peter 
McNaughton filled the outside berth with his 
Chevron B23. But it was McLaren who led the 
Vogue, the new car being handicapped havin. 
only slicks available and awaiting new wheels an 
wets being made up. However Jenvey assumed 
the lead when the electrics of the Chevron showed 
their dislike of the wet and went on strike on 
the second round. Despite harassment b 
McNaughton, Jenvey kept his cool, and the lead, 
for a first time win for the Scotia Coating 
sponsored machine. Robin Inch in the Mallock, 
after holding second place for a spell, finished 
third well ahead of John Kirk (Davrian) who left 
Reg Forrester-Smith (Magnum C75A) and J. 
Mackie (Elan) to battle for fifth place. 

The second lot of saloons pussyfooted out for 12 
laps led by Bill pen whose Firenza pulled 
away from Walter Robertson’s Escort and Jimmy 
Robertson in the 2.3 Avenger. Speeds increased 
as the track dried slightly and tyres warmed, but 
Graeme Walker pitted his Skoda S110R elevating 
Jacobson (Imp) to fourth place but oang this to 
the flying Mini of Jimmy Pinkerton after five 
laps, the latter setting his sights on_ the 
Robertson BS os but being beaten by the flag. 

A relay race followed, with three teams of three 
each production saloons contesting four laps 
each. This proved great spectator entertainment 
especially when Ian Gardiner got his Celica in 
among the Mazdas of Chris Jones and lan 
Stirling, the trio lmked by door handles and the 
Celica exhibiting some i ts (?) on the 
bodywork as it handed the to Vie Covey, who 


had to contend with the similar car of Tom 


Meldrum as Andrew Small tried to insert his 
Capri between them. 

The Libre runners were set off fractionally 
ahead of the Modsports who shared the track fot 
15 laps. Norman Dickson got a flyer in his Modus 
to lead Iam McLaren who thrust his Chevror 
through the spray to take the lead from hall 
distance and pull away. A considerable way 


_behind Alan Sharpe held third pre but Andrew 


Smith in the A.S. Metals Elan charged past as the 
Mallock driver-fought to clear his visor of wate! 
and oil spray. Up front McLaren Leprechaun: 
struck again then serit the engine on to full song 
at the hairpin, to spin the Chevron on to the muc 
allowing the Modus to retake the lead, McLarer 
restarting in second place but a recurrance nex! 
lap meant retirement. 


BILL HENDERSON 


Production saloons (12 laps): 1, Andrew Small (Ford oa 15n 
32.8s, 59.70mph; 2, lan Gardner (Toyota Celica GT), 15m 51s; 3 
Tom Meldrum (Mazda RX3 Coupe), 15m 55s; 4. Andrew Jeffre: 
(Triumph Dolomite Sprint), 15m _56.4s. Up to £2000: 1, Meldrum 
58.31mph; 2, Vic Covey (Mazda RX3 Coupe); 3, lan Stirling (Mazd 
RX3 Coupe). Fastest lap: Stirling, 1m 17.6s, 59.79mph (Establishe: 
Record). Over £2000: 1, Small, 59.70mph; 2, Gardner; 3, Jeffrey 
Fastest lap: Small, 1m 16.4s, 60.73mph (Establishes Record). 

Formula Ford (12 laps): 1, Duncan Hall (Hawke-Scholar DL15) 
13m 48s, 67.25mph; 2, Stu Lawson (Hawke-Scholar DL15), 13n 
48.8s; 3, Peter Morrison Ste are bet 25F), 13m 50.6s; 4 
Bruce MacMichael (Crossle-Scholar 20F), 14m 4s; 5, Geo Franchitt 
ewks DL15), 14m 8.6s; 6, B. Gowans (Hawke DL12), 14m 19s 

astest lap: Lawson, 1m 7.2s, 69mph. 

Special saloons up to 1000cc (12 laps): 1, lan Forrest (Imp), 14n 
54.4s, 62.26mph; 2, John Fyda (Imp), 15m 10s; 3, Eric Patersor 
eh 15m_ 30.2s; 4, Geoff_Lambert (Mini), 15m 31.2s; 5, lait 

ardner (1.6 be hee Celica GT), 15m 55.2s; 6. A. Young (Mini), 16n 
2s. Fastest ae orrest, 1m 10.6s, 65.72mph 

Sports, Clu 


7.6, 68.64mph. 100icc to 1300cc: 1, Pinkerton, 63.70mph; 2 
Graeme Stupple (1.3 Mini); 3, Graham Noble (1.3 Mini Cooper S) 
Fastest lap: Pinkerton, 1m 10.8s, 65.57mph. 
Relay, production saloons (12 laps, 4 each): 1, Team A: Bob Ritchk 
riumph Dolomite Sprint), lan Stirling (Mazda RX3), Andrew Sma’ 
Ford Capri, 16m 26s, 56.48mph; 2, Team B: Arch Cromar (Fon 
scort Mexico), lan Gardner (Toyota Celica GT), Vic Covey (Mazd: 
RX3 Coupe). 16m 26.4s. 
Formule Li 


U2 Mk16)}, 14 laps; 4, Jim Baird 
bre: ickson, 76.78mph 


Tony Lanfranchi shows his new colours at Snetterton on Sunday where he 


won. 


Mayfair sponsorship for 
Lanfranchi’s Opel 


Centre gatefolds for Tone? After a 
couple of months of uncertainty and 
the occasional lost sponsor, Marshall 
Wingfield have found a sponsor for 
their Opel Commodore, campaigned 
with verve by Tony Lanfranchi. 
Furthermore, the new sponsor 
should keep Motor Racing Stables’ 


chief instructor in reading matter for 


awhile, too. 

The new sponsor is Mayfair 
magazine, the quality magazine for 
men, whose editor, Kenneth Bound 
was a former council member of the 
BARC. He’s most happy to have 
found the merry band from Marshall 


Wingfield: “We've been watching the. 


motor racing scene for some time but 
we were adamant that we would only 
support a team with real character, 
personality and enterprise — all the 
alities which we have found in the 
arshall-Wingfield team and their 
driver Tony Lanfranchi’’, The latter 
is possibly a_ reference to 
Lanfranchi’s tent climbing activities 
of the past, or Marshall Wingfield’s 
neral attitude to motor racing. The 
el now sports two foot high letters 
proclaiming Mayfair’s name down 
the side of the car over Monorep’s 
pe while Richard Longman’s 
rm will still do the engine. 
Tony Lanfranchi is 42. 


Escort battle and Mini BID 
at Baitings Dam 


One of the best battles at the 
Piranha Ignition sponsored speed 
hill climb at Baitings Dam run by 
Lancs and Cheshire CC last Sunday, 
came in ‘the newly istituted 
standard car class where two drivers 
put up identical times. 

Howard Cartledge and Alistair 
Thompson both returned 35.7s in 
their 2 litre Escorts, Cartledge gett- 
ing the class because he did the time 
first. In the rally car class there was 
a surprise for Colin Wild whose Capri 
was soundly beaten by Mike Fisher’s 
1600 Escort, the margin being over a 
second. 

BTD went to the Cooper S of John 
Casey, one of three drivers to get 
into the 31s bracket. His best of 
three runs at the 430yds twisting 
course produced a time of 31.2s, the 
other quick men being Des Richard- 
son in his Sprite who did 31.8s to win 
his class by a jong way and K. 
Webster who did 31.9s in his Midget 


Token win 


John Ravenscroft hasn’t taken long 
to get the hang of his new Token- 
DFV Formula One car and the Staf- 
ford driver beat off a determined 
challenge by David Render to set 
BTD at the Nottingham Sports Car 
Club sprint at Curborough on 
Sunday. 

Ravenscroft won in a time of 
31.54s, just under 0.5s outside the 
course record while Render in his 
Lotus 76 was only a fraction behind 
on 3165s. 

BTD: J Ravenscro® (3.0 Token-DFV), ate. 


Ciess winners: P Irwin (imp), 43.205, 
(Cooper Si. 36.585; H Uaguer B. 395s; 
A Wood 3521s. A Hinds U2} 
sxe D a es 


to take his class by a second. 

_In the absence of any really heavy 
single seaters classes 11, 12 and 15 
were amalgamated and _ this 
pe cucsd a fine scrap between a 

Aallock and a Terrapin. The Mallock 
U2, in the hands of G. Petter, finally 
beat J. Aldred’s Terrapin by a tenth. 

Determined to have his money’s 
worth George Swinbourne won his 
class with his RS 2000 despite runn- 
ing with a blown head gasket. The 
blow occurred in practice and, 
because of the short course, Swin- 
bourne decided to take a chance and 
run without water. He got away with 
it. 

‘BTD: J. Casey (Cooper S), 31.2s. 

Class winners: G. Swinbourne (RS 2000), 32.2s; 
T. Carthy (Cooper), 32.0s; B. Pearson (Cooper S), 
34.9s; D. Richardson (Sprite), 31.8s; N. Howell 
Morgan plus 8), 33.1s; K. Webster (Midget), 

1.9s; G. Pepper macs U2), 33.2s; G. Heale 
Ce GT), 35.4s; H. Cartledge (Escort), 35.7s; M. 
isher (Escort), 32.9s. Novice: M. Wolstenholme 
Midget) 32.9s. Ladies: Mrs M. Stansfield (TR 6), 


Just Jackson 


Gordon Jackson had a narrow win in 
his Ibex in the Sussex CC’s Silver 
Jubilee sporting trial at Weavers 
Down, Hampshire, last Sunday. 

He dropped 39 marks on the 24 
sections to beat Colin Walker 
(Mudsport) by two marks with John 
Hopkins (Ibex) and Tony Mitchem 
(Special), respectively on 42 and 43 
marks. 

The 950 Formula class went to 
Alan Gisby in his Trialmaster on 50 
marks and the best 750 Formula 
driver was Dick Lee in his Rebel on 
56 marks. Twenty five took part. 


Divina in 
Clubmens 


“Drives just keep coming out of the 


sky for her,’’ explained a Brands 
Hatch official when explaining about 
Divina Galica driving a Clubmans 
car. The car is Creighton Brown’s U2 
which the skiing lady will drivein the 
Sytner of Nottingham round at 
Brands Hatch on June 13. Naturally 
she'll be wearing her usual race 
number of 13, and as long as she 
doesn’t bring it in with 13 grand on 
therev counter... 

Incidentally, a certain livestock 
breeder is planning an interesting 
promotion at this race for a certain 
sponsor who, despite his religion, 
sells German cars in the Midlands 
... but e r source would say no 
more. Oink, oink. 


AMOC welcomed 
at Brands 


A fair-sized crowd, slick, but in some 
ways too relaxed organisation and 
some most enjoyable racing with in- 
teresting cars brought forth favour- 
able comments from the Brands 
Hatch management on Sunday. It 
was twenty years ago that the Aston 
Martin Owners Club last raced at the 
Kent circuit when they began their 
association with Martini. iowober, 


their organisation on Sunday put. 


many of the smaller enthusiast clubs 
to shame, just one black spot being 
that drivers continued to cut 


| corners, despite requests that they 


shouldn’t as GP machinery would be 
using the circuit on the following 
Tuesday. It seems that more of these 
pleasant meetings might take place 
in the future. 


Jovial Joe’s 
Sprint BID 


Heavy rain left huge puddles on 
various parts of the airfield at 
Elvington near York and_ last 
Sunday MGCC (North East Centre) 
had to modify their usual three and a 
half mile course down to only three 
miles for their 50 strong sprint 
entry. BTD went to Joe Applegarth 
in his Brabham BT 28C in 140.71s, 
he being alone in his class. 

One of the best scraps saw a kart 
beat a Terrapin. Edinburgh member 
Doug Thomson turned up with his 
248 Modus machine and did 163.2s 
to beat Allan Staniforth’s Terrapin 
by four tenths. Another close one 
was in the over 2600cc class for mod- 

orts where Richard Jackson’s 

orsche Carrera headed Peter Fay’s 
Morgan Plus 8 by a mere two tenths 
of a second. 

The battle of the MG T Types. 


‘went to Nick Taylor from the Mid- 


lands centre in his TB who beat 
Alistair Naylor from Scotland in his 
TC by two seconds. 


@ By contesting as many Saturday 
meetings at Silverstone as is poss- 
ible, David Carvell, who drives a 1.3 
Cooper S, is leading the Vandervell 
Award for Novice Drivers. To add to 
this, the ladies of the BMRMC 
awarded David their Dish of the Day 
Awardlest Saturday. - 


Mike Smith — broken leg and ankle. 


Smith out for 


three months 


Victim of the most serious of the 
Oulton Park accidents on Saturday 
was young Mike Smith, the produc- 
tion saloon car driver turned com- 
mentator turned FF2000 driver. 
Poor Smith had a very nasty and 
fast accident during the non-cham- 
plonauie FF2000 race when his Sark 
eft the road at the flat-in-third right 
hand kink before Oulton’s bridge. 
The race was almost dry when it 
was started, but shortly after, there 
was a considerable rain storm and 
with all the cars on slicks, it wasn’t. 
surprising to see various:cars going 
off. But Smith’s went off in the big- 


_gest way and while the car stood up 


well to the impact, Smith was taken 
to hospital with a broken leg below 
the knee, a broken ankle on the other 
foot, and a broken collar bone, pre- 
sumably from his seat belts. It’s ex- 
pected that Smith will be out of ac- 
tion for at least three months, but 
there has been no decision as to his 
future in the driving seat. 


Sabre Six — 
duo debut 
at Brands 


According to ‘‘Reliant Robin” Rew, 
the Rochas/Classic Car round at 
Brands on Sunday was the first 
time that two Reliant Sabre Sixes 
had been together in competition. 
Besides Robin’s familiar blue car 
which was built originally for Le 
Mans, Nigel Newth-Gibbs had a 
Sabre Six GT which was formerly 
owned by Rew. Once again Rew 
fought it out with Bill Nicholson’s 


’ MGB, losing just again while Newth- 


Gibbs finished well back. 


@ One of the most entertaining 
drives of the day at Brands on 
Sunday was that of Win Percy. He 
had borrowed one of the least merit- 
orious examples of the Aston Martin 
marque (there must have been over 
100 of them in the paddock, but he 
had the borrow the worst) from 
Richard Williams, a man not unused 
to travelling sideways himself. The 
Aston was an elderly DB4, used prin- 
cipally for.towing, which had virtu- 

y no brakes nor gears. Percy’s sub- 
sequent driving to fourth place wasa 
source of great amusement, even 
though the Aston may never be the 


same agam. 


Stratstone’s MGB GT to be driven by Tim Goss and Mike Gidden. 


Stratstone’s modsports MGB 
for Goss and Gidden 


With their appointment as overall 
Leyland dealers, Stratstone, the well 
known Daimler distributors and a 
subsidiary of the Thomas Tilling 
Group, are entering the modsports 
fields with perhaps the most compe- 
titive MGB ever seen racing in this 
country. The car is to be raced by 
former Grovewood award winner 
Tim Goss, who used to race such 
diverse machinery as Lotus 7, Mini 
Cooper S and F3 March; and Mike 
Gidden, 32, who has been seen of late 
in a Clan Crusader. 

Stratstone have obviously come 
into racing in a big way, for their 
MGB GT, complete with Rover V8 
engine, has been prepared with 
winning in mind. The chassis has 
been prepared by Chas Beattie 
Projects while the engine has been in 
the hands of Weslake Engineering. 


The basic chassis is much sages 


but otherwise standard, while the 


suspension now employs Beattie 
trailing links and coil springs at the 
rear, with Beattie Taal boties on the 
independent front suspension. 
Beattie’s dual braking system fea- 
tures 10 in ventilated discs while the 
MGB drums are retained at the rear. 
Wheels are McLaren with Dunlop 10 
in tyres at the front and 12 in at the 
rear. Steering is standard. 

The engine has been enlarged from 
3500 to 3900 cc using a certain 
amount of American goods including 
Isky camshafts, a 4-choke Holley 
carb and an Offenhauser manifold. 
Pistons are-by Cosworth but the 
gearbox is standard. 

Stratstone feel ‘that racing is a 
good promotional activity for their 
new agency and that with a spec- 
‘tator sport such as motor racing, 
they can get their message across to 
the general public. The car’s debut is 
expected in June. 


Bricknell shows the regulars: 


Roger Bricknell from Bodmin, 
Cornwall, jomed Bewdley AC for the 
day last Sunday and proceeded to 
show entrants in both the RAC and 
BTRDA Production Car Trials 
Championship the way home when 
he won the Ernie Williams Trophy 
event in his Ford Anglia. 


Fortunately for the championship © 
“lads he is not a contender in either 


series — just pe Bg ed up for 
the day — and regulars like Messrs 
encer, Stephens, Bradbury .and 
arr, the leaders in both the latter 
cases, won their classes and con- 
tinued their chase of championship 
honours. ; 

The day began somewhat too 
easily for most and scores at lunch 
time were low and at least three 
drivers had clean sheets. However 
the Heightin 
variation and Dave Slater sorted 
everyone out in the post luncheon 
period. ; 

Geoff Spencer got back to winning 
ways in the Mini class from Barry 
Parker and Alan Terry. Spencer 
(Cooper) led the class by 14 marks at 
Tunch but Parker (Mini) closed to 
within three marks at the end while 
Terry (Mini), overhauled Kevin Caley 
who had been thirdatthebreak. — 

Mike Stephens (Mexico) 
Dennis Wells (Skoda) were level on 
14 marks and six behind Bricknell at 
lunch, but Stephens, although never 
able to match the low-down power of 
the Angha steamed away from Wells 


on venue allows for - 


and. 


in the afternoon’s two rounds of 10 
sections. Stephens finished 19 marks 
behind the overall winner and 15 
marks ahead of Wells, who, in turn, 
was a long way ahead of Phil Shaw’s 
Mexico. 

Reg Bradbury (Sprite) was the 
only sports car to have a clean sheet 
at lunch, his son Stephen was on 3 
marks and Malcolm Brown (Sprite) 
was on 4 marks. Such was the 
alate 3 up that Reg dropped 57 
marks subsequently which gave him 
the class by nine marks with Brown 
just pipping his son by a single 
mark. 

The Imp of Robert and Dave Carr 
cleaned everything in the morning 
and proceeded to finish in that order 
with Dave on 36 marks and his son 
on 44 marks. Colin Valentine chased 
hard all day to finish on 51 marks. 

Overall: R. Bricknell (Anglia), 52 marks lost. 

Class winners: G. Spencer (Cooper), 120 marks; 
M. Stephens (Mexico), 71 marks ; R. Bradbury 
Gprite), 57 marks; D. Carr (imp), 36 marks; M. 
jazlewood (Dellow), 35 marks. 
@Will Sparrow had his annual 
‘holiday’ from rallying when he 
turned out in the Vauxhall demon- 
strator Chevette on the Ernie 
Williams production car trial cham- 
pionship last Sunday. With a 
‘cammy’ engine (it will be used by 
Gerry Marshall this week on a rally 
in the south), it provided Will and 
wife Sue with the chance to relax and 
they had the day’s biggest cheer 
when they cleaned a section in the 
afternoon. 


| 
| 


Turpin stays the winner 


Mike Turpin easily beat Nick 
Seymour for BTD when they clashed 
again at the Bristol MC and LCC’s 
round of the BTRDA and RAC 
Autocross Championship at Puck- 
lechurch, near Bristol, last Sunday. 
Turpin emerged the winner wf a 
clear four seconds on a course which 
was dusty and rough in places. 
Eighty eight entries contested three 
runs, one of the best turnouts in the 
series so far. 

Best of the horde of 850 Minis 
were Ian Gill and Ian Wall, Gill 
beating Wall by just over a second. 
Clive Trueman collected another 
class win with his Escort and Bob 
Mack’s Anglia was more than a 
second down. 

Big surprise in the sports car class 
was Ron Easton’s class win with his 
TVR over the redoubtable Rob 
Gibson Sprite. While Ron’s Tuscan 


had a troublefree day Gibson only. 


did one run and his gearbox rattled 
its contents all over the place and 


As the song goes, “we've got a great 
big convoy’, and Peter Evans of the 
Clubmans Register, who poe every- 
thing to be bigger and better than 
anyone has ever dreamt, has just 
that kind of convoy going up and 
down the Ml on Bank Holiday 
' Monday. 


The occasion is a Sytner of 
Nottingham Clubmans round at 
Mallory Park and a Tricentrol round 
at Silverstone, and not being one to 
disappoint sponsors, Evans ap- 


behind chaos breaks out 


- sta 


Keeping sponsors happy 


ee 


Rick Morris, John Bright and Rod Bremner head the Oulton FF field, bu: 


left him with only third and he 

finished almost six seconds down. 
Terry Westley easily disposed o 

Roger Burn’s Imp challenge ane 


once again Trevor Smith pippec 
ae orris in the one litre Min 
class. 


Dave Baskerville and Terry Smit! 
had their-usual good scrap but Smit] 
ran into gearbox trouble when he 
came up against Baskerville, had t 
in second to keep ahead and has 

robably cooked the Ford uni 

aving revved to 10,000rpm. Basker 
ville still took the class by tw 
seconds. 

Once again the rallymen enjoyes 
themselves and Les Lacks beat lar 
Beveridge. by a narrow margin it 
their Escort struggle. 


: BTD: M. Turpin (Turpin ae, 117,4s. 

: Class winners: |. Gill (Mini), 132.3s; C. Trueman 

See 133.7s; R. Easton (TVR Tuscan), 131.2s 
. Westley (VW), 132.9s; T. Smith pind 125.4s 

R. Cresswell (Escort), 129.1s; D. Baskerville 

(Mini), 125.9s; N. Seymour (Volnik), 121.78; L 

Lock (Escort), 135.9s; J. Granville (Audi) 139.1s. 


proached Brian Courtney of Tricen 
trol to see if anything could be done 
The nett result is that after practic 
at 9 am at Silverstone, ten cars wil 
journey up to Mallory Park on thei 
transporters. There they’ll practic 
at midday and race at 2.30 pm afte 
which they’ll return to Silverstone ti 
race at 5 pm. And there’s no truth 
said the Secretary, that: he will b 

oing faster on the M1 than he wil 

e in Richard Groombridge’ 
Hustler on the tracks. But it’s on 
way of keeping two sponsors happy. 


Ss 


Scorcy 
WHISK 


Aintree Circuit Club’s enthusiastic 
competitions secretary Ian Smith is 
back in harness again at the club 
after a winter of doubt, and has 
already planned a programme of 
three meetings for 1976. The three 
meetings are on July 3, August 21 
and September 25. 


The individual programmes are as 
follows: July 3, Monoposto (non- 


championship), FF, special saloons, 


modsports, bre, Clubmans, prod 
saloons and prodsports; August 21, 
750F (non-championship), FF, spe- 
cial saloons, modsports, Ubre, 
Clubmans, prod saloons and prod- 
ts September 25, Vee (non- 

ampionship), FF, special saloons, 


Aintree in operation. . . Fox helps 


modsports, libre, Clubmans, prod 
saloons and prodsports. 
For the August FF race, Smith 


hopes to put up a sizeable amount of 


money for a mini-FF festival as there 
are no other major meetings that 
weekend for the FF brigade. Any 
drivers interested in the programme, 
or in the Tuesday evening practice 
sessions when the clubhouse is also 
open, can ring Smith at Runcorn 
68692 (evenings) or Runcorn 73280 
during the day. The clubhouse too is 
back on the phone and that number 
is 051-523 3474 on Tuesday even- 
ings. Club membership and Tuesday 
ractice details come from Gr 
mith, 2 Linden Close, Woolston, 
Warrington, Cheshire, tel 56592. 


_. . after alterations 


Alterations are in hand at Aintree 
ready for their first meee on July 
3. After an inspection of the circuit 
by Basil Tye of the RAC, it was said 
that the alterations would be re- 
quired before the RAC would give a 
licence. 

The Aintree MRC would welcome 
any assistance from people in the 
area who would be able to do some 


The enterprising Clubmans Register 
have come up with their own sponsor 
for the generous and exciting 
Clubmans trip to the French circuit 
of Nogaro. Already the series has 
useful travel money, and some gene- 
rous allowance on P and O’s new 
Dover/Boulogne _cross 
service. But more money has come in 
from Altergo who supply computer 
data services or computer software 
as it’s called. 

Altergo are the new sponsors of 
the Stuart Glass owned Pi 
Panther, formerly a Gryphon com- 
plete with Norman Abbott engine. 


Winning — the old and the new. Above, Peter Mann’s ERA pursues 


channel’ 


labouring at the circuit, for instance, 
erecting and moving barriers, fenc- 
ing etc in order to oe the circuit 
going. The Aintree Motor Racing 

lub are organising work in the even- 
ings and at weekend, and assistance, 
financial or physical, is welcome. 
Contact Ian Smith at Runcorn 68692 
(evenings) or Runcorn 73280 for 
further details. 


Clubmans sponsor for Nogaro 


Of late the car has been driven by 


Peter Deal and it is he who'll be. 


doing the majority of the driving, 
although Glass looks forward to the 
occasional run at the faster circuits 
such as Thruxton and Silverstone, 
otherwise he’ll be concentrating on 
the team managing side. In fact 
Glass may be quite busy, for not 
only does he have. Altergo sponsor- 
ship, but also Team Leasing, a fin- 
ancing firm dealing with small busi- 
nesses, so he is to co-ordinate the 
two sponsors. The Pink Panther is 
naturally one of 17 cars going on the 
French trip. 


brother 


Christopher’s Alfa Romeo Monza at Brands on daa ch Below, Richard 
no 


Jenvey gave 


Lester Ray’s new Vogue a winning debutat 


ck hill. 


‘Alan Bartram (Escort) had dropped 
only 10 minutes to the leaders 13 


out Dulon 


Having had FF2000 race wins in 
Hawke, Palliser and Elden cars, Syd 
Fox has been asked to move on to 
the Dulon team and help them sort 
out their car. For Syd, it’s a tremen- 
dous challenge to beat the car he 
first developed, the Hawke which 
now rules supreme in the Formula. 
Of late, the Dulon men, Frank 
Sytner and Ian Taylor, have been 
trying out other FF2000 cars in an 
effort to find out where they’re going 
wrong. Sytner has tried an Elden, 
and Taylor recently had a go in a 
Hawke. Now with some idea of the 
wer they want to go, Fox has been 
called in to put the plans into action. 
He recently attended a wet test ses- 
sion where he could do no more than 
recommend, but immediately the 
drivers felt more comfortable, he 
reports. . 

lowever, Fox hasn’t forsaken his 
previous company, Elden. He’s still 
working on their Formula Ford car 
which is now handling OK, and con- 
tinues to drive FF2000 when the 
chance arises. 


Close one 
for Byrom 


Usually competitors on events in 


Lancashire and the north west, the - 


Stalybridge/Oldham team of 
Malcolm Bryom and Alan 
Whitehead ventured into Derbyshire 
last Saturday night and emerged 
winners of the Bell Trophy on the 
Vagabond MC 150 mile event in the 
Peak district. 

One of three crews to finish the 32 
TC event on the 13 minutes mark, 
they won on furthest/cleanest and 
the et gta) had to go the 25th 


contro before the declared 
Byrom/Whitehead (Escort) the 
winners. 


Over ninety crews turned out for a 
fairly tight event and Dave Moore 
and Tim Cork were second in their 
RS2000. The third crew to finish on 
13 minutes were Pete Johnson and 
Mark Gregory in their Mexico. 


Only a minute separated the next 


three crews with Chris Drake and 
Dave Coustick bringing their 
Avenger into fourth on 14 minutes, 
the same time as George Crighton 
and Brian Snedden in their Colt. 
Sixth were John Bygrave and Dave 
Lloyd in another Escort. 

Hopes of a home success in terms 
of a Vagabond crew ran high until 
near the end for Stan du Rose and 


minutes when they lost their 
exhaust and were forced out. 
Leading semi-experts were Dave 
Chell and Paul Brown in their 
Cortina on 20 minutes who were 
eleventh and the top novices were 
Robert Hill and Rob Fisk in a Cooper 
on 31 minutes for 28th overall. 
@ One Jaguar driver at Silverstone 
last Saturday (who will remain name- 
less) felt the call of nature while he 
was waiting at the paddock exit for 
the race to start, so he nipped into 
the Gents. On returning he found all 
the other cars had completed their 
warming up lap and were forming on 
the cei, by which time it was too 


2 ee é i Bs “ “ 

Ann Moore issued the following state- 
ment through MCD last week: “I 
have decided to end my motor racing 
activities as I had originally pa 
to enjoy a season’s racing but had 
not anticipated that the sport would 
demand so much of my _ time. 
Therefore, due to a busy schedule 
with my other commitments, I re- 
luctantly will only be able to take 
part in occasinal celebrity races”. — 


Daly’s ding delays 
European plans 


One of the injured of Oulton Park’s 
deluge casualties was Derek Daly. 
The young Irishman, who hasn’t had 
a good race at the circuit since mov- 
ing to the Hawke Formula Ford 
team, was travelling round on the 
warm-u a4 when his vision was ob- 
scured by the rain. But he managed 
to continue round, and on braking 
for Lodge, found the car aquaplaning 
into the barrier. His knees came up 
and hit the dashboard and he then 
had to be cut out of the car and al- 
though he’s now hobbling around 
with sore legs and a sprained back, 
he was otherwise, fortunately un- 
hurt. 

However, the damage to the car 
has meant that he’s having to curtail 


Derek Daly — bruised, but unhurt. 


his European involvement, havin 
intended to go to the German FF. 
European round this weekend. Now 
only Rick Morris and Derek 
Warwick will be going. 

Daly himself has to renew from the 
seat forward of his Hawke, for 
Hawke themselves have only just 
moved factory and are currently 
busy with new car orders. However, 
he hopes to be back at Oulton again 
in two weeks’ time, with a change of 
luck. 

Meanwhile, Derek’s team-mate 

Bernard Devaney, who suffered a 
similar fate at Thruxton recently, 
has nearly rebuilt his car, and may 
be at Brands this weekend, taking 
over Daly’s entry. ; 
@ The report of the TWMC’s auto- 
test referred to the event being held 
at Lambs Farm, which should have 
been Layhams Farm, while the sec- 
retary of the meeting, to whom ail 
credit is due, was Margot Edmonds 
and not her hubby Steve. 
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The end of the last race at Brands on Sunday — which provided Monsieur 


Houbigant with an embarrassing situations. As Richard 


waites’s Brabham 


lefo and John Harper’s Ferrari Breadvan came up to lap Jen Marsh’s Marcos, 
Thwaites moved over too early, clipped the Marcos and spun it round which 
took off Harper’s Ferrari, lapping on the other side of the car. All of which 


hande 


the race to John Webb’s Monsieur Rochas Lotus Elan — hence the 
embarrassing situation for Houbigant. 


Bliss/Thompson dice excites 


Peter Cook’s Half-a-Mo Special scor- 
ched its way to BTD at Boro 19 and 
Dartford and District MC’s auto- 
cross at Stone Lodge Farm, Cotton 
Lane, Stone, last Sunday. The event 
had 127 entries and was sponsored 
by Rondel Insurance Brokers, who 
specialise in motor sport insurance. 
During the morning practice runs, 
Fred Handy’s Escort broke its dif- 
ferential which was quickly replaced 
during the lunch break by one borr- 
‘owed from Turnmex man Ian 
Thompson. The Blue Line Car Hire 
Escort of John Revell also has prob- 
-lems and broke a halfshaft resulting 
in two hours hard work for demon 
wrench Bob Scott. 
Seventeen-year-old Steve Cooper 


drove smoothly to take first place in. 


Class One beating the Elf of John 
Hebditch by 0.6s. Class 2 provided 
the most entertaining tpg of the 
day, with a superb dice between 


Championship 
positions 


Allied Polymer Group FF2000 championship: 1, 
Tiff Needell, 33; 2, Bernard Vermilio, 29; 3, Geoff 
Friswell, 28; 4, lan Taylor, 24; 5, Stu Baird, Frank 


Sytner, 23. 

Townsend Thoresen _—- Formula Ford 
championship: 1, Rick Morris, 24; 2, Derek 
Warwick, 23; 3, David Kennedy, 22; 4, Derek Daly, 
18; 5, John Bright, 14; 6, Mike Blanchet, Trevor 
van Rooyen, 13. 

Sytner of Nottingham Clubmans sports 
championship: 1, Nick Adams, 25; 2, Peter Cooke, 
22; 3, Malcoim Jackson, 13; 4, Creighton Brown, 
10; 5, Vernon Davies, 9; 6, Peter Lovett, 8. : 

MCD Formula Ford challenge. 1, Mike 


Thompson, 13; 2, Howard Drake, 11; 3, Derek- 


Warwick, Rob Wicken, 9; 5, Wil Arif, John Bright, 


6. 

MCD Open Single-Seater championship: 1, Val 
Musetti, 18; 2, Nick Whiting, 10; 3, John Stokes, 9; 
4, ao. Wingfield, Jim Kelly, Alan Clennel, Ken 

iley, 6. : 

Hitachi special saloon car championship; 851 cc 
to 1000 cc: 1, Jeff Ward, 18; 2, Peter Cartlidge, 
Mike Beckett, 12;4, John Homewood, 9. Up to 850 
ce: 1, Clifford Watts, 24; 2, Peter Day, 15; 3, David 
Enderby, 9. 

Kent Messenger 1000 cc saloon car challenge: 1, 
Rob Mason, Richard Oliver, 15; 3, Brian Prebble, 
7; 4, Mike Chapple, 5; 5, Rob Horne, 4; 6, Stephen 

. Hall, Graham Brewee, 2. 

Jaybrand Racewear Silverstone League 1976: 1, 
Northamptonshire, 61; 2, Oxfordshire, 38; 3, 
Buckinghamshire, 35; 4, Hertfordshire, 32; 5, 
Leicestershire, 30; 6, Worcestershire, 25. 

Esso Uniflo special saloon car championship; 
over 1300 cc class: 1, Tony Dickinson, 16; 2, Colin 
Hawker, 13; 3, Nick Whiting, 9. 1001 cc to 1300 
ec: 1, Robin Farquhar, Geoff Byman, David 
Carveil, 9.851 cc to 1000 cc: 1, Rob Mason, 18; 2, 
Peter Cartlidge, 14; 3, Grahame Lavis, 13. Up to 
850 cc: 1, Mike Kirby, 15; 2, Robert Goodwin, 
John Flack, Geoff Gilkes, 9. i 
g oe are currently available for 
the BARC South Wales centre’s race 
meeting at Llandow on June 27. 
Races are for Formula Ford, 
Chubmans, Modsports, libre, special 
saloons, MGs and F1300 and 
Formula Junior. Regs are available 
from M J Nicholas, Sun er, 


Frank Bliss to the Gerald Hemley 
Escort and Ian Thompson’s Escort. 
Unfortunately, on the second lap of 
the second run, Ian’s engine threw a 
rod through the sump, which ended 
his day. Graham Hathaway took the 
David Rowe racing Escort to first 
place in Class 2 with 1m 40.4s. 

The TVR Tuscan of John Lock 
beat Derek Mouncey’s Elan by 1.8s 
to take class 3 while Colin 
Slaughter’s class 4 winning Skoda 


was very nearly beaten by C - 


Luxton’s 2.0 VW with the times 
being 1m 48.4s. Derek Batt’s Hurri- 
cane Special who just missed BTD 
by 0.2s collected first in class 8. 


BTD: P Cooke (Half-a-Mo), 1m 36.6s. 

__ Class winners: S Cooper (Mini), 1m 44.8s; G 
Hathaway (Escort), 1m 40.4s; J Lock (IVR 
Tuscan), 1m 44s; C Slaughter (Skoda), 1m 48s; T 
Law (Mini), 1m 40.4s; J Revell icon im 41.6s; 
S Law (Mini), 1m 41.6s; D Batt (Special), 1m 36.8s; 
fone (Mini), 1m 46.6s; C Ling (Midget), im 

8s. 


Stringer easily 


With Trevor Smith running into all 
sorts of trouble Stephen Stringer 
strolled through last Sunday’s 
Quinn International Felixstowe 
autotests to win by a mile from a 
field of 30 other cars. Once again the 
Eastern Countries MC held the 
event on four sites on the front of the 
East Coast resort .and, in fine 
weather the entertainment was 
enjoyed by substantial crowds. 

Stringer, despite a penalty for 
clobbering a pylon on the second 
test, returned a total of 836.4s for 
the varied selection of tests and he 
finished some 40s up on Roy Alcock 
making his usual appearance with 
the Cannon. 

The battle of the small Minis was 
almost no contest with Brian James 
finishing 100s ahead of Bill 
Hammond but in contrast Geoff 
James and Dave Barney had a real 


Those problems 


BTRDA Autotest star Trevor Smith 
won't forget the 1976 Felixstowe 
round easily. His troubles started 
when he arrived on Saturday with 
the clutch slipping on his Midget. He 
returned to the Oxford area over- 
night and re-appeared on Sunday 
only ‘to suffer the most disastrous 
aor of his career. 

uring the day he knocked over 
four pylons, had a line fault and also 
collected two maximums, each time 
because the HT lead fell off. Despite 
all this he was still second in class. 


Baillie’s smart © 
Lotus 20 


Alan Baillie, who won the Formula 
Junior race at Snetterton last 
Sunday with his Lotus 20, had paid a 
lot of attention to the detailed pre- 
paration of the car. The livery was 
exactly as that on the work’s sup- 
ported car of John Fenning — no, the 
wide yellow nose to tail stripe came a 
year later — and Alan discarded his 
normal helmet in favour of an open 
one — areally immaculate equipe. 

Baillie, ’ a eltoofpeced.; Lotus 
addict, also owns an early Seven and 
a 69 and continues to dream of the 
day he will own a 72. The Lotus 20, 
raced last year for Alan by John 
Bryning, was purchased one dark 
wet February night, and proved to 
be the ex-Rodney Bloor/Sports 
Motors car and at present is powered 
by a genuine £15, off the scrap heap, 
wet sump engine. 


Special Brands — 
Snetterton rates 


If you’re looking for somewhere to 
send your wife/girlfriend/mistress/- 
maid over the it Holiday week- 
end, forget it. Or at least forget it if 
you live near Brands or Snetterton. 
Motor Circuit Developments have a 
Springtime Special Offer whereby a 
paying adult spectator is allowed to 
take an adult partner of the opposite 
sex through the gates for free at the 
meetings at either of these circuits. 
There are no prizes for drag artistes. 


@ Having just rebuilt the engine of 
his well-known’ ex-Alec Poole 
frogeyed Sprite after a piston failure 
during practice for his first race of 
the season, James Thacker had just 
completed a successful afternoon of 
testing at Silverstone last week 
when his crankshaft broke. 


in control 


tussle in the big Mini class. James 
blotted his popybook by clobbering 
two pylons in the morning exercises 
and this left Barney 15s to the good. 


The gloves were off in the afternnoon © 


and Barney was slowly but surely 
overhauled and James swept home 
to win by four seconds. 

Dick Squire took the sports car 
class with no real threat for Stringer 
cleared off into the lead and Smith 
was having his own disasters. Peter 


‘Cox broke his diff when in con- 


tention and Len Gibson finished 
third. 

John Calton was an easy winner of 
the saloon class with his Mexico. He 


won by more than a minute from 
Mike Herbert with John Holder 
bringing a Chevette into third spot. 
BTD: S. Stringer (Lotus 7), 836.4s. 
Class winners: B. Johns (Mini), 986.4s; G. James 
Cooper S), 902.4s; R. Squire (Midget), 891.2s; J. 
Alcock (Cannon) 


Iton (Mexico, 1002.7s; R. 
878.1s. 


Martin’s 
marvellous 
Mini 


Martin Goodall’s 850 Mini, races 
under the name of George and if that 
does not mean anything to you, 
check with your younger brother or 
even Meee: son. George is the wonder 
vehicle which is featured in a strip 
cartoon headed Martin’s Marvellous 
Mini and when one of Goodall’s team 


ap Tiger comics, who pub 
ish the strip, were happy to 
support the real mn 


Briefly . . . 


@ New man in F4 in Joe Therst 
of Bedfont, Middlesex who will b 
using a Merlyn. 


@ Liverpool Caravans (Heswall and 
Wirral) are offering to lend out cara 
vans for marshalling uses to motos 
clubs in the North West. They re 
cently had the winners of the Vaux: 
hall Motoring Group (Wirral) Y 
Doraig Goch rally at their Heswall 
base last week to collect part of thei 
award. The winners were Dennis 
Pollington and Brian Goff. 

@ It seems that Rowland engines are 
again in someone’s bad books. Keitl 
Sayer and Gerald Swan, who cam 
paign an elderly Hawke have hdc 
two successive blow-ups and despite 
£250 worth of work, have been 
forced to move on with their FE 
engine. 

@ The May 31 Sprint at Bassing 
bourne Barracks, to be organised by 
the South Hertfordshire MC, has 
been cancelled. The club are waiting 
for a new date from the RAC. 


@ Mark Birrell has sold his 75( 
Formula car to Barry Walker and is 
taking up the Debenhams Escort 
Challenge with support from Shell 
sport and Autotailors. He’s also saic 


_ to be doing the occasional modsport: 


‘racein an Arkley SS. 


@ TEAC recently presented two o! 
their marshals with Page and Moy 
trips to the German GP at the 
Nurburgring. The lucky two were 
Mark Poynton, their young Startline 
marshal, and Roger Bellows, a 
Paddock mainstay. Both have 
served with the club with regularity 
over the past year, and this then is 
their reward. 


@ The first Clubmans engine to come 


out of Holbay for two years is due in 
Vernon Davies’ car soon. Davies 
recently blew his four-year-old 
Holbay mill, which, despite 
warnings, did two more seasons’ 
pene after its death knell was 
sounded. However, -he’s looking for- 
ward to the new engine, especially as 
it’s said to be very demon. | 


| @ Who ee a severe reprimand from 


a BRDC official for flying loop the 


‘loops above Silverstone sitting on 


the fuel tank of John Jordan’s Tiger 
Moth and then, when he took off a 
loaned helmet, turned out to be one 
of Silverstone’s major onsors? 
Answer is somewhere in this week’s 
Sports Extra. 


@ To the man who suereaied skull- 
duggery by anonymously ringing us 
up ten days ago and asking us to 
look very closely at the entry list for 
who wasn’t going to Brands last 
Sunday, thank-you. We, in company 
with a fair sized crowd, thought it 
was a very pleasant entry and a very 
pleasant meeting. Perhaps next time 
you'd better explain yourself 


. properly and not play games. _ 


@ Near tragedy. The most modern 
car at Brands Hatch, apart from 
Astons in their race, was Peter 
Millward’s Ferrari Boxer. And he 
spun it, just a little too close ta 
barrier at Graham Hill Bend for 


‘those with weak hearts, but fortu 


nately no contact was made. 


‘@ Among the 46 cars which tured 


up for last Sunday’s practice day run 
a BARC (Yorkshire Centre) at 

arewood was a Rolls Royce Silver 
Shadow, probably the most expen- 
sive car ever to run at the venue. Be- 


BRANDS HATCH 


F3 heads 
programme 


The BARC move on: to Brands 
Hatch this weekend to organize the 
major meeting of the weekend on 
Sunday. The main race of the 
weekend is the BP Super Visco F3 


round, to be held over 20 lavs in this. 


nine-race progrenine: Naturally, 
everyone will be looking for a major 
confrontation between Rupert 
Keegan’s March 743, the 763 of 
Bruno Giacomelli and Stephen 
South’s new BMW-powered version. 
These are the main protagonists of 
the meeting, but among the others 
are varying Marches for Tony Dron, 
Giordono Regazzoni and John 
Stokes; Modus come up with Mike 
Young, who will be well up, Willi 
Siller and Brett Riley, while Ralt- 
mounted will be Ian Flux. The entry 
is quite full and should see lots of 
action. 

Among the other races are two 
Modsports championship races, in 
which hordes of Midgets will be 
challenged by three Davrians and 
Ian Hall’s Mini Jem in the smaller 
race, while tremendous variation in 
the larger capacity race includes a 
Lancia Fulvia, John  Cooper’s 
Porsche, Dave Bettinson’s Lotus 7, 
Robin Gray’s Morgan and Jaguar E- 


types. 

e 10-lap Britax round should be 
headed by Tony Lanfranchi’s 
Mayfair Opel Commodore, although 
Brian Pepper’s similar car will be 
there, as will Derrick Brunt’s BMW. 


Other runners’ include Nick 
Whiting’s Corbeau GT Seats 
Magnum, John Brindley’s Mazda 


RX3 and Roger Payne’s Avenger. 
There’s an MCD Formula Ford 
round which has attracted an over- 


International events 


Venue 


full field, so that non-qualifiers go 
into a consolation race, but drivers 
such as Rob Wicken, Miki Dee, Wil 
Arif and Fred Sigafoos should all be 
in the main race. Rob Mason should 
have Pat Mannion, Brian Prebble 
and Mike Chapple breathing down 
his neck in the Kent Messenger 
1000cc Saloon Car Challenge event. 
Among the cars in the Forward 
Trust ae = pe saloon car 
round are Colin Hawker’s DFVW, 
Nick. Whiting’s Escort and Tony 
Dickinson’s similar car. Finally, 
there’s an Oceanair Clubmans round; 
with Alex Ferrada’s domination 
getting ever more. tenuous, this 
could be the race where one of the 
Farthing brothers takes over, or 
possibly Nick Scott. ; 


CADWELL PARK 


Mini ’Ring 

Apart from their oversubscribed 
eight-event meeting at the pleasant 
but tricky Lincolnshire circuit on 
Sunday, the Lincoln MC & CC have 
arranged a parade of drum 
majorettes and a free-fall parachute 
display. All this takes place before 
the meeting starts at 1.30 pm. 

There are phanipapree sae for 
F1300, Formula 4, ini 1000, 
Monopostos and SuperVee, and 
there are Northern special saloon car 
races and, a non-championship 
Formula Ford round. SuperVee is 
really spectacular around this hilly 
circuit, and hoping to be out at the 
front will be John Morrison in his 
Lola, but he’ll have the usual bunch 
of pretenders chaping hard, in- 
cluding Peter White, Bruce Venn, 
Ronnie Grant and Bill Burley. 
Among the F1300s are Phil Lloyd, 
Bob Davis and Vic Waterhouse, and 
the Mini 1000s have Mike Curnow, 
Eric Groves and Keith Padmore. 
Even the non-championship Formula 


Ford event looks good, with John 
Bright getting in some practice at 
the circuit against the likes of Simon 
Kirkby and local ace _ Peter 
Harrington. There are 151 entries, so 
there shouldn’t be a dull moment. 


LYDDEN 


The West Essex CC are in charge at 
Lydden this weekend, when they run 
a seven-race programme, with a 
championship round for_750F, and 
races for Formula Vee, Formula 4, 
Formula 1300, Special Saloons, Mini 
7/Miglia and Formula Ford. 

Among the entries are many of the 
oe at Lydden, with a record 
field of 80. Practising begins at 
12.30pm and the first race is at 
2.30pm. 


LONGRIDGE 

The Lancs & Cheshire CC are 
organizing a ten-race programme at 
the Lancashire track near Preston on 
Sunday. Although there is only one 
championship race (for 750s), there 
are 70 entries across the board, and 
principal ones include E-types for 
the Modsports race from Brian 
Murphy, John Myerscough and 
John Oxborough. There is a rally car 
race, which should be amusing, with 
entries from Tony Worswick, Robin 
Farrington and Dave Taylor, while 
Taylor also has his 5-litre Cortina 
against Alister Thompson’s 
Scimitar. Other races include those 
for Libre, MGs, Formula Ford and 
Special Saloons. 


CROFT 


Just six races form the menu at the 
Nottingham SCC’s race meeting at 
Croft on Sunday.: There are classes 
for Clubmans, Libre, Special 
Saloons, Formula Ford and 
sports. Principal entries include 
Libre cars for Andy Barton (March 
752) and Geoff Lambert (Mallock 
U2), FFs for Mick Starkey and Ken 


od- 


Pickermg, and Davrians for Ron 
Kirkman and Jim Adamson, Keith 
Bowmaker has his big Escort 
entered in the oe Gaisan event 
against Peter Taylor’s Sunbeam 


Rapier. 


GURSTON DOWN 


The Guyson/BARC Hill Climb 
championship returns South from 
the austere and somewhat forbidd- 
ing environs of Scammonden Dam to 
the mellower venue of Gurston Down 
for the. BARC (South Western 
Centre) — organised round on 
Sunday, May 23. After four rounds 
of the Championship Russ Ward 
(John Brown Motors Allard super- 
charged Austin Healey Sprite) con- 
tinues to lead — by 7.60 marks — 
from Terry Tattam’s Mini-Cooper S, 
but watch out for John Meredith 
(Mini-Cooper S) and Anthony 
Boshier-Jones (Mallock U2-IWR Mk 
11/16), who are close behind'Tattam 
and have an event in hand over both 
the leaders. Scammonden did not 
affect the leader board in the con- 
current Guyson/BARC BTD Awards 
competition which is still led by 
Alister Douglas-Osborne’s Motosail 
(Jersey), Pilbeam-DFV R22, by one 
nes from Roy Lane (Fenny Marine- 
hevrolet GM1). 

Gurston Down is 1 mile West of 
Broadchalke on an unclassified road 
off the A354 from Salisbury at 
Coombe Bisset. 


<< 


@ The National Drag Racing Club 
are holding their second meeting of 
the season at Snetterton on Sunday 
May 23. Championship runs include 
the RAC National Drag Racing 


championship, the Superdrag Funny 
Car series, the Gauloises NDRC pro- 
comp championship and bike series. 
Admission includes free paddock 
entry and there are grandstand seats 
for 4000. Qualifying starts at 10 am, 
and elimination starts at 1.30 pm. 


+ 


“May 21/23 France Criterium Alpine Rally — European Rally champaparen for Drivers 
'May21/23, Belgium : Criterium Lucien Bianchi Rally — European Rally Championship for Drivers 
May22_- Indianapolis, USA Indianapolis 500Qualifying— USAC 
May 22/28 Greece Acropolis Rally — World Rally Championship for Makes 
May 23 Salzburgring, Austria European Championship for F2 Drivers, round 5 
May 23 Avus, Germany European Championship for F3 Drivers, round 4 
May 23 Imola, Italy World Sports Car Championship, round 3 
May 23 Jarama, Spain European Championship for Grand pou Care, round 3 
May 23 Clermont Ferrand, France Touring Cars, Grand Touring Cars, Sports Cars : 
| May23 ~ Mainz-Finthen, Germany Touring Cars, Grand Touring Cars, Sports Cars, FV, F Super Vee, FF 
British events oe 
Date ~ Venue Event Status | Club Start Details 
May 22 ge ae! ne Dichtermtie, Sprint “TOR East Ayrshire CC 14.00 Scottish Sprint Championship round 
ife, Scotlan ‘ 
May 22 Lygoen Hill, Lydden Village, Sprint R Singer OC = _ 
ent « * . 
“May 22/23 wer em pil a Rally : R Woolbridge MC 23.00 Dragon Rally — ASWMC Rally Championship round 
193/4 ) : 
May 22/23 Little Nepicar Service Station, Rally cP Borough 18 MC 23.00 Squires Rally for Novices 
; Wrotham, Kent (MR188/627587) ; ; 
May 23 Layby, Scotland (MR50/337361) Rally Cc Arbroath & DMC _ Mayfly Bally 
May 23 ze > Rally R Farnborough &DMC _ Dimanche Tour Stage Rally 
May 23 = ; Rally | oR Bewdley At oo Stage Rally _ 
May 23 Brands Hatch, nr Dartford, Race Meeting | _R BARC 14.00 BP F3, Forward Trust Special Saloons, Kent Messenger 
Kent Special Saloons, MCD F1600, Britax Production Saloons, 
. . C Modsports, Oceanair Clubmans 
May 23 Croft Autodrome, Nr Darlington, Race Meeting; Rp NSCC 14.30 FF, F Libre, Special Saloons, Modsports, Clubmans 
urham . 
May 23 Cadwell Park, nr Louth, Race Meeting| R Lincoln MC &CC 13.30 VW Silver Cup Super Vees, Leyland National Mini 1000, 
Lincs ; oa : F1300, F4, Monoposto, Northern Saloon Car 
; E Sp alae oo a. 
May 23 miscen Hill, Lydden Village, Race Meeting| R West Essex CC 14.30 Ef ! Vee, Mini 7, Mini Miglia, F750 & F 1300, F4 
ent aloons 
May 23 _ Longridge, nr Preston, Lancs Race Meeting; Rp Lancs & Cheshire CC 13.30 Fee, sete Ae F750, Special Saloons, Modsports, 
ibre, Rally Cars . 
May 23 Kpoekhal, a D i Rallycross R 750MC _ Scottish Rallycross Championship round 
fe, Scotlan ae J ; 
May 23 oun Down, Coombe Bisset, Hillclimb c BARC (SW) ~ Guyson/BARC Hillclimb Championship round 
ilts , \ ‘ 
May 23 Tregrehan Estate, St Austell, Hillclimb R Truro & DMC 14.15 Association of South Western MC Hillclimb Championship 
Cornwall (MR204/0523532) er 
May 23 Prescott, nr Cheltenham, Glos Hillclimb R Bugatti & Ferrari OC _ i : 
May23 gh tae nr Lichfield, Sprint R Quinton 14.00 Satoons, Modsports, Single-Seaters 
Ss . s 
May 23 neue ‘ood, nr Chichester, Sprint R Southsea MC . 12.00 os 
ussex 
May 23 Middlewich, Cheshire Autocross _ R Mid-Cheshire MRC _— — ; : 
23 Snetterton, nr Thetford, Drag Meeting; R NDRC 13.00 RAC National Drag Racing Championship, Superdrag Funny 
Ik . Car Championship, Motor Cycle News British Drag Bike 
F Championship ae 
~May23 Rolls-Royce, Derby (MR128358326) Autotest | R ghborough CC 10.30 BTRDARAC/AMMC/EMAMC Championship rounds 
May23 - Prod CarTrial| R 5 om _— Sheil League production car trial 


Secetanes of the Meenng are requested to send Setpits of al orthcomnng events to Miss Lincs McRae. Autosport Edtora! Department. 


you drive a 


‘NOW which make to choose. 
you have any problems 
questions about tyres, please 


lt your tyre specialist. 


~ 
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: lesbetterall round 


